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TO TRAFFIC MANAGERS: 


It is a cardinal rule of good business that there is no substitute for personal service. As 
a traffic manager you are perhaps carrying on one of the most vital wartime jobs in America to- 
day. Your problems have multiplied in the past two years and your responsibilities far exceed 
anything in the past. Moving employees from one location to another has become a grave and 
important problem. We think that the members of the Independent Movers’ & Warehousemen’s 
Association, Inc., can be of real assistance to you. 

Our members sell their services on the basis of past performance. For the most part we do 
not make it a practice to “blow our own horns” in lavish advertisements. We prefer to rely on 
the recommendations of thousands of traffic managers of large national companies who have 
dealt with the individual members of the Independent Movers’ & Warehousemen’s Association. 
An independent carrier provides a service which cannot be duplicated, assumes full and com- 
plete responsibility for each shipment. The independent mover knows his job because moving 
has been his business long before motor carrier transportation was regulated. He is himself a 
trained mover and he knows how a moving job should be handled so that the goods arrives at 
the customer’s home in as good a condition as when it was first placed on his van. 

It is a by-word among traffic managers that the equipment which members of the Indepen- 
dent Movers’ & Warehousemen’s Association, Inc., operate is unparalleled. Experienced person- 
nel who have been employed by independent movers for many years are recognized in every 
section of the country as moving experts. The work of the independent mover is a sacred and 
abiding responsibility to his customers which he fulfills with unfailing. honesty and competency. 

There is an independent mover in your locality. The list of our members is printed here for 
your convenience. May we suggest that you file it away for future reference. 

You are invited to secure a complimentary copy of our tariff. Read it through and see how 
our rates and charges compare with those of carriers not associated with the Independent Movers’ 
& Warehousemen’s Association, Inc. Yours for prompt and reliable service, 


INDEPENDENT MOVERS’ & WAREHOUSEMEN’S 
ASSOCIATION, INC. 


""ADOPT A TARIFF IN KEEPING WITH YOUR OPERATIONS" 
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The public—at least as represented by the news- 
,@ papers—seems to be taking calmly the prospects 
of arailroad strike. This is undoubtedly because, in the 
past, differences such as the one that now exists with 
spect to wages have always been settled in one way 
pr another, usually by management yielding in whole 
br in part—at least enough to satisfy the employes. But 
how the situation is different and a strike is imminent 
d may bring on government operation. 
| The case is out of the hands of management, which 
Hannot, even if it wishes, either because of timidity or 
jel conviction that the employes ought to have more 
yf an increase than has been awarded them by the gov- 
prnment emergency board, settle with them. The gov- 
ernment has the case and it is for it and it only to say 


What the decision shall be. 

It is possible, of course, that the government may 
take a more liberal offer, which will be accepted—but 
ow, in view of all that has been said and the statistics 
hat have been quoted, a better offer could be made to 
accord with the government wage policy in general is 

more than we can now understand. If that does not 
appen, we believe the men will strike. They will not, 
at that moment, be striking against the government— 
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which is supposed to be a great crime—but if they 
strike, then the government, if it adheres to its custom, 
will simply take over the operation of the railroads. 
The strike would then be against the government and 
we should see what we should see. The coal miners 
went back to work when the government took over the 
mines and, perhaps, the railroad workers would do the 
same. If they did not we would have chaos. If they did 
we would still have the government running the rail- 
roads, at least for the duration of the war. 

The outcome depends entirely on government pol- 
icy—which means Roosevelt. If he thinks the men 
ought to have more than his board has awarded them 
or that it would be better to give them more than to 
have a strike and government operation, then he will, 
doubtless, contrive some way to give them more, even 
at the expense of altering the formula that is supposed 
to govern wages. His persuasiveness could, perhaps, be 
relied on to get the men back to work even if they still 
felt that they had not received all they ought to have. 
But, knowing his inclination for chicanery and his tal- 
ent for getting what he wants by devious means, who 
are we to say or believe that he does not welcome an 
opportunity for a situation that will seem to compel 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescri by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. ° 


(THE SHORT HAUL) 


_ Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. : 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 

empt from income tax railroad revenue set aside for 
deferred maintenance. 
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Subject to transportation tax property moved via gov- 
ernment barge line. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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him to take over the railroads? It is a stupid way of 
settling a strike, but it is what he has done in other 
cases and, therefore, would not seem strange or un- 
usual. 

We do not see how this situation can well be 
avoided unless the men themselves listen to reason and 
consent to take what may seem to them less than they 
deserve, waiting until after the war to adjust their 
grievances with their employers, as before. The men 
might do this but for the fact that they are led by 
conscienceless men thinking only of their own aggran- 
dizement. It means nothing to them to throw the coun- 
try’s transportation into confusion. They want to be 
“leaders,’”’ no matter where they lead. Perhaps, some 
day, they will wish they had been a little more reason- 
able and patriotic—but then it may be too late. 

Some may think we are asking too much of the 
employes. Are we? Suppose the verdict of the emer- 
gency board had been for the full 30 per cent increase 
asked by the men and that verdict had been sustained. 
Would management have paid or not? It would have 
complained, no doubt, but it would have paid. Indeed, 
it would have had no choice but to pay. Why should the 
employes be permitted to use a club when their em- 
ployers have none or be supported in any sort of public 
opinion for so doing? 





More Wallace Pittie 


Vice-President Wallace, in his reply to J. J. Pelley’s 

criticism of the Wallace address at Dallas, says 
Mr. Pelley is wrong in stating that he (Wallace) cast 
reflections on the competence or integrity of the Inter- 
state Commerce Commission, “but, as long as the 
A. A. R. and other transportation organizations display 
such callous disregard for the public interest as has 
characterized their past conduct, it will be difficult for 
any public officials charged with responsibility for reg- 
ulating this industry to retain the confidence of the 
people.” We should say that, however his original lan- 
guage might be interpreted, his denial of any reflection 
on the Commission is itself a reflection on that body. 
Can it be that Mr. Wallace, in addition to his other 
ignorances, is also ignorant of the meaning of lan- 
guage? At any rate, Senator Hill understood Wallace 
to be reflecting on the Commission and promised, in 
consequence, to scrutinize carefully hereafter appoint- 
ments to the Commission that come to the Senate for 
confirmation. 

And Senator Shipstead, while he may not be as 
ignorant as Wallace as to the meaning of words, either 
cannot read or does not read the right publications. We 
didn’t keep any check on the newspapers, which he 
Says suppressed reports of the hearings on the rate 
bureau bill, but The Traffic World gave 68 columns to 
them. Probably most newspapers, in the rush of big 
war news and the rationing of paper, thought there 
were other things more important for the general pub- 
lic than these hearings, which they didn’t understand 
much about anyhow. We gave space to them because 
the subject was of vital concern to our kind of readers. 
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This whole Wallace outpouring is a fabric of fal. 


hoods and bad reasoning. We wonder if it had ty 
approval of the Commander in Chief, tacit or otherwigft 
If so, it would seem to indicate something more th; 
just the vaporing of a crazy demagogue, supported } 
other demagogues no less crazy and no more truthfy 
What’s the big idea, anyhow? Throw the railroads 
the wolves when they are doing a tremendous wa, 
time job? 
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Taxes and Transportation 


Roland Rice, general counsel, American Trucking Agy 
ciations, appeared before the House ways and means comnit 
tee to ask repeal of the 3 per cent tax on _ transportatic 
charges; exemption from tax of reserves set up for rehabilits. 
tion or deferred maintenance; and exemption from tax of 
serves set up for payment of government claims in connectio, 
with land-grant rate deductions. 

Mr. Rice told the committee that total special taxes jp 
1942 on highway carriers had amounted to nearly $1,500,04) 
a day, aside from personal property taxes, income taxes, ani 
real property taxes on terminals, shops, etc. 

As to contract carriers, Mr. Rice said such carriers wer 
frequently considered a species of private carrier. The 3 pe 
cent transportation tax had made it difficult on many occasion 
for the contract carrier to retain his business in the face of 
private carrier competition, said he, because the latter wa 
exempt from the payment of the tax. The 3 per cent might 
mean the difference between staying in business and being put 
out of business, he added. 

He said that the experience of motor carriers with refer: 
ence to land-grant rates was quite similar to that of the rail 
roads. It was not always clear just what the lowest land-grant 
rate would be, nor the exact commodities entitled to land-grant 
rate reductions, said he, with the result that there inevitably 
would be numerous differences of opinion between the carrier 
and the General Accounting Office, which might not be decided 
until after the war ended. 


A certain amount of tax relief for the railroads so that 
they may meet deferred maintenance costs in the postwar pe 
riod may be granted by Congress by providing for amortiz 
tion of equipment certified as having been acquired for wa 
purposes. It has been suggested that such a plan be worked 
out and it is understood that it is under consideration. 


Increases in parcel post and other mailing charges, 4 
well as an increase in the federal gasoline tax, will result i 
Congress goes into these fields for increased federal revenue 
Tax experts have pointed out to the House committee on wajs 
and means, now considering a new tax program, that substar- 
tial increases in revenue could be obtained from an _ increas 
of cent in the first-class rate of 3 cents an ounce for out- 
town delivery and an increase of 1 cent in the local delivery 
rate, making the rates 4 and 3 cents instead of 3 and 2 cents 
respectively. The air mail rate could be increased from 6 ti 
10 cents an ounce, it was suggested. Application of the 3 PB poa, 
cent tax on amounts paid for transportation of property 0% jj. 
parcel post shipments is included in the suggestions for tar 99 ¢ 
ping new sources of revenue. Another suggestion was that tht pot; 
tax on amounts paid for transportation of persons be increase Ill, 
from 10 to 15 per cent. Increase in the federal gasoline tag stg 
rate from 1% cents to 2--cents a gallon also has been SU® Inc 
gested. It was stated at the committee that the foregoing I 
creases had not been recommended but that they had beet 
pointd out as sources of revenue if Congress wished to tap them 
for more money. fror 


The House committee on ways and means, Oct. 26, voted tof Tra 
eliminate the taxes on amounts paid for transportation of prop — the 
erty as recommended by the Treasury. It voted to increas™ pou 
from 10 to 15 per cent the tax on amounts paid for transporte in « 
tion of persons (the Treasury recommended an increase to 2§ the 
per cent), including amounts paid by the government for trans§ whi 
portation of government employes, and to require reports fromm all 
government departments as to the amount of money paid for 
the travel tax on transportation of government employe tio 
Amounts paid for transportation of government employes hav’™ wo 
been exempt from the transportation tax. LB dis 

The committee voted to make the 3-cent first-class mai} the 
rate applicable both to local and non-local mail. If approv' %. 
by Congress, this will result in the 2-cent local rate being i- os 
creased to 3 cents. Air mail rates would be increased from 
to 10 cents an ounce if the committee action is upheld bY 
Congress. 
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Braswell Motor Rights 


The Commission, with Commissioners Lee, Miller, Rogers, 
and Patterson dissenting in part, by a report and order in 
MC 63110, Elias M. Jones Contract Carrier Application, em- 
bracing MC 72257, Sub. 4, J. V. Braswell Extension—Los 
Angeles, has, on further consideration, amended the findings 
in the report on reconsideration to authorize issuance of au- 
thority to transport westbound the same commodities as were 
authorized to be transported eastbound, and to authorize serv- 
ice at El Paso, Tex., Tucson, Phoenix and Yuma, Ariz., as 
intermediate points, under the “grandfather” clause. 

The report said that in Braswell vs. United States, 49 F. 
Supp. 940, decided April 13, the federal court for the western 
Texas district, El Paso division, had entered a decree setting 
aside and enjoining the Commission’s order of Dec. 8, 1942, 
to the extent that it had limited or denied the application, and 
holding that the Commission had erred in refusing the author- 
ity aforementioned. The report quoted the court’s opinion 
to the effect that, in limiting the certificate to carrying edible 
nuts westbound instead of granting applicant the same certifi- 
cate westbound as eastbound, the Commission’s findings and 
order were clearly contrary to the evidence. The report also 
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atter wage quoted the court’s opinion to the effect that, within the prin- 
ont mighfe ciple established in Hall vs. United States, the applicant had 
being pu, established that he was a common carrier of general com- 





modities during the critical period to and from the inter- 
mediate points aforementioned. 


Commissioner Lee, saying that Commissioners Miller, 
Rogers, and Patterson had asked him to state that they joined 
in his expression, said that the Commission had refused to 
receive and consider petitions for further hearing and recon- 
sideration tendered “by certain interested motor carriers and 
railroads.” In his opinion, he said, those petitions should be 
received and the proceeding reopened for further hearing, and 
that he did not approve issuance of the certificate authorizing 
more extensive operations, without a further hearing. 
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Iron and Steel Truck Rate 


In its report and order in I. and S. M-2104, Iron and Steel— 
Roadway Transit Co.—Michigan to Illinois, the Commission, 
division 2, with Commissioner Splawn dissenting, found the 
proposed reduced truckload rate on iron and steel articles from 
Detroit, Mich. to Chicago, Ill., and points taking the same rates, 
not shown to be just and reasonable because the proposed rate 
would produce truck-mile revenue below the respondent’s 
average truck-mile cost (see Traffic World, Oct. 23). The 


suspended schedules were ordered canceled and the proceeding 
discontinued. 


By schedules filed to become effective September 26, 1942, 
Roadway Transit Co., of Dearborn, Mich., proposed to estab- 
lish a reduced truckload commodity rate of 24 cents, minimum 
20,000 pounds, on manufactured iron and steel articles, from 
Detroit, Mich., and points taking the same rates to Chicago, 
Ill, and points taking the same rates. On protest of Central 
States Motor Freight Bureau, Inc., Steel Transportation Co., 
Inc., and Central Freight Association (rail), the schedules were 
Suspended until April 26, and thereafter postponed by the 
respondent until October 23. 


The report said that iron and steel articles constituted 
from 30 to 40 per cent of the traffic transported by Roadway 
Transit from Detroit to Chicago. It said that the decrease in 
the iron and steel traffic transported in August, 1941, 2,211,925 
pounds, to 837,504 pounds in August, 1942, and similar decreases 
In other months of 1942, were attributed by the respondent to 
the increase in rate to 27 cents which it instituted in May, 1942, 
Which rate, the report said, presently applied over the line of 
all motor common carriers. 


__ The report said that the motor carriers and their associa- 
tions which opposed the proposed rate, had contended that it 
Would not be compensatory. It said that for the highway 
istance from Detroit to Chicago, the proposed 24-cent rate 
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lass mail§ that the 20,000 minimum would yield revenue of 17.97 cents 
approvel— @ truck-mile, and that this was 5.43 cents a truck-mile less 
being In than the respondent’s average total cost for the first quarter 
d from 6§ Of 1942, and 5.86 cents a truck-mile less than its average total 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


arama 


cost for 1940, 1941 and the first quarter of 1942. 
conclusions, the report said: 


As to the 


In arriving at our conclusions herein we are not unmindful of the 
fact that it 1s here proposed to establish a rate more nearly related to 
rates from and to these points formerly in effect for many years. The 
record is persuasive, however, that such former rates were unduly 
low and compelled by intense competition. 


Commissioner Splawn said he did not agree that the facts 
sustained the findings. He said that the testimony was that 
past shipments had averaged 25,000 pounds. Such a loading, 
said he, would yield 22.4 cents per truck-mile and that appeared 
compensatory for the truckload movements involved, in view 
of the fact that the respondent’s average total cost was for 
handling traffic which was mostly in less than truckloads. 


Anthracite, Pa. to N. J. 


In a five-to-four decision, Commissioner Rogers not partici- 
pating, the Commission, by a report and order in No. 27766, 
Alden Coal Co., et al. vs. Central Railroad Co. of New Jersey, 
et al., has found the present rates on anthracite coal from 
mining region in Pennsylvania to tidewater piers in New Jer- 
sey for transshipment not shown to be unreasonable, and dis- 
missed the complaint. Commissioner Patterson wrote the report 
of the majority. Chairman Alldredge wrote a dissenting opin- 
ion, in which Commissioners Aitchison and Lee joined, and 
Commissioner Splawn wrote a separate dissenting opinion. 


The present rates found by the majority not shown to be 
unreasonable, the report said, were $2.50 a long ton on pre- 
pared sizes and $2.38 a long ton on pea and smaller sizes to 
the upper piers, and that rates from the origin points to the 
lower piers were five cents a long ton lower than the rates to 
the upper piers. The report said that the cost study made by 
the analyst of the Commission’s Bureau of Transport Econom- 
ics and Statistics had been given such weight and consideration 
as in the majority’s judgment seemed warranted. Other im- 
portant elements which had been considered, it said, were the 
history of the rates assailed, previous decisions concerning 
anthracite rates to eastern destinations, rate comparisons, trans- 
portation conditions affecting the movement, the nature and 
extent of the services rendered, the value of such services to 
the shippers, and the economic condition of the anthracite in- 
dustry and of the defendants. 

Chairman Alldredge said that the decision in this proceed- 
ing would be of far-reaching import. It affected an entire 
industry on which about 500,000 people were directly or indi- 
rectly dependent for a living, said he, adding that “the very 
existence of the industry may be at stake and likewise that of 
some important units of our transportation system. It is, there- 
fore, of more than ordinary importance that the evidence before 
us be weighed with the utmost care.” 


He pointed out that the examiner had recommended as 
reasonable rates for the future $2.10 on prepared and $1.98 a 
long ton on pea and smaller sizes to the upper piers, and rates 
five cents less to the lower piers, and said that those rates were 
just and reasonable and should be prescribed. He said the 
record supported the belief that a substantial reduction in the 
transportation charges on anthracite would be of material aid 
in restoring the industry to a healthy condition if the reduction 
was passed along to the ultimate consumer together with other 
savings which might be effectuated by the industry itself. 

As to the financial status of the defendant railroads, Chair- 
man Alldredge said that, while the roads, other than the Penn- 
sylvania, were dependent to a very considerable extent on the 
transportation of anthracite, the recitation of the deficits in 
net income in past years of these railroads was misleading, or 
at least meaningless, and pointed out that the Erie, largest of 
the roads, had undergone drastic reorganization, and that three 
of the other defendants were in bankruptcy. The deficits had 
been written off, said he, and that there was no warrant for 
the implication of the report that shippers would be called on 
in the future to support burdens of which defendants had been 
relieved. 

As to rate comparisons, he said the record showed that the 
assailed rates were relatively high as compared with those on 
bituminous coal and that the record gave no reason to believe 
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that the transportation of the one kind of coal was more ex- 
pensive than of the other. Dismissal of the complaint could not 
justifiably be rested on the rate comparisons, he. said. 

Use of the cost figures in the study of the Commission’s 
analyst was extremely liberal to the defendants, said Chairman 
Alldredge, saying that ‘“‘the propriety of laying any part of the 
burden of the passenger deficit upon anthracite is questionab‘e 
in view of the industry’s economic distress.” 

Considering all phases of the case, said he, “it is difficult 
to discern in the evidence any substantial foundation for the 
conclusions reached by the majority. It seems to me that the 
findings are attributable rather to a hesitancy to deal in a 
forthright manner with the problems presented here and per- 
haps a vague hope that some fortuitous circumstance will turn 
up as a solution some time in the future.” 


Commissioner Splawn said that, looking back through the 
majority report, he could not find discussions responsive to the 
record which indicated that adequate weight had been given to 
some important considerations. The average rate recommended 
by the examiner, said he, would cover the full cost of the serv- 
ice plus the entire amounts of the raw coal and passenger 
deficits claimed by defendants, even though the condition of 
the industry might raise some doubt as to the ability of an- 
thracite to carry a portion of the passenger deficit. It was 
clear, he said, that, because of competitoin with other fuels, 
the value of the service to the shippers had decreased greatly 
in the past 28 years, and that more weight should have been 
given to the distressed condition of the industry “than here 
accorded it in connection with the revenue needs of the carriers 
dependent on the industry.” 


The majority report said the defendants were the 10 trunk 
lines which served the origin territory, and three short lines 
in that territory. Complainants, it said, had contended that 
defendants should accept, as a contribution to restoring the 
industry to a paying level, reductions in their freight rates of 
from 50 cents to 75 cents a ton on shipments to the tidewater 
piers. Opposing this view, it said, defendants had referred to 
a number of instances where freight rate reductions had not 
been passed on to consumers and where rate reductions had 
not resulted in increased volume. Following one reduction of 
14 cents a net ton to the upper piers effective April 1, 1916, 
the report said, there was an increase of 49 cents a ton in the 
mine price and an increase of $1.39 a ton in the retail price of 
stove size in New York city. There was only one instance of 
record, it said, where a decrease in rates had been followed 
by a substantial increase in volume, and that defendants were 
of the opinion that this increase had not been brought about 
by the rate reduction but was due to other factors. 


The report traced the decrease in the use of anthracite, 
and the efforts of the industry to restore its use, and said that 
“apparently the reductions in mine prices (after steadily in- 
creasing from 1911 to 1927) and the special efforts to promote 
the use of anthracite failed to stem the ebbing tide in sales.” 
Anthracite labor had taken no reduction in wages during the 
depression, nor at any time since 1902, it said, but that on the 
contrary, since 1915 the rates of pay for so-called contract men 
had been increased approximately 75 per cent and those of 
non-contract men approximately 150 per cent. It was the view 
of a representative of the United Mine Workers of America 
that it was impossible for a miner to produce more than an 
average of a little more than two tons a day and that the 
present wages were too low, thus making it impossible for labor 
to contribute to lowering the cost of production, said the report. 


As to comparisons with rates on bituminous coal, the re- 
port said the carriers took the position that conditions affecting 
the production and distribution of bituminous differed so widely 
from those affecting anthracite that comparisons of rates were 
of little probative force. Bituminous was mined in at least 25 
states, it said, whereas anthracite was produced in a relatively 
small area in one state, while the volume of production and 
movement of bituminous was about nine times that of anthra- 
cite, and its value a ton substantially less. It pointed out, also, 
that bituminous was principally an industrial fuel and that the 
rate adjustment on it was largely influenced by competition 
between the mines and the railroads serving them. The report 
discussed the elements, such as the great amount of switching 
at the tidewater piers in the handling of anthracite, and the 
low rates provided by the roads for movements from mines to 
central breakers where the coal was cleaned, graded, and made 
ready for market. 

A reduction of 40 cents a long ton in the rates as recom- 
mended in the proposed report would amount to $3,400,000 a 
year, said the report, and that if a corresponding reduction was 
necessitated to competitive points over all-rail routes, the total 
reduction would be about $6,000,000. Such a reduction would 
not be offset to any considerable degree by a resulting increase 
in tonnage, it said, and that a reduction in the rates as pro- 
posed, or any appreciable reduction on tonnage of such magni- 
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tude and of such vital importance to the roads, would hy 
“serious consequences.” ® Arkansa' 
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Trucking Co. Water Rights ees 


By a report, permit and order in W-538, Fullerton Trud port. 
ing Co., Inc. Applications, the Commission, division 4, } 
authorized Fullerton Trucking Co., Inc., of Keasbey, N, 
to continue in operation as a contract carrier by non-s¢j " 
propelled vessels with the use of separate towing vessels jm Mot. 
the transportation of brick, building tile, and conduit, fror Commis 
ports and points in Middlesex county along the South aj point ~ 
Raritan Rivers to New York City. ity as tc 

The report said the applicant’s services, both as a wate /@ rout 
carrier and as a carrier by motor vehicle, has been confing of whicl 


almost exclusively to one shipper, National Fireproofing (; The 
which, it said, it had served since 1919, and that its servicsge endane' 
were not held out to the general public but tha 


It said that, due to the cessation of practically all priva, re 
construction of building in New York City since the wy avditic 
began, applicant had not been offered sufficient tonnage sing — 
April, 1942, to warrant operation of its scows. The smal . e.* 
amount it had been called on to handle had been movej : rn 
wholly by truck, the report said, but that applicant was pr. major! 
pared to resume operations by water whenever sufficien®  . 
tonnage was available. In view of the circumstances, th = 
report said, “we conclude that the suspension of operatio; additiol 
as a water carrier was due to causes beyond applicant's cone J": 
trol.” Describing applicant’s operations, the report said: No 


By a permit issued on Oct. 23, 1942, in MC-11861 and MC-UmMp pesoin 
(Sub. No. 1), applicant is authorized to operate by motor vehicle 4 here ou 
a contract carrier of brick, building tile, and conduit in a rather larg cant ha 
area surrounding New York including points in New York within 4 
miles of New York, all points in New Jersey, those in Pennsylvani 
within 100 miles of Philadelphia, and those in certain counties }; 
Connecticut. The water transportation has been performed by appl By 
cant to supplement its operations as a motor carrier. Large shipments Merrir 
destined to building sites in New York City were moved by appl lic: 
cant by water from points in Middlesex county to New York piers ani Sr 
thence transported to the building site by its motor vehicles. A spe ing in 
fied charge was made by aplicant for the through transortpation whid to con 
was the same regardless of whether it was performed wholly by tm vessel: 
or partly by truck and partly by water. When both water and trai betwe: 
movements were involved the transportation by each method const-@ ytary 
tuted an integral part of the through transportation. Cape 

The report said applicant sought to withdraw its applic: _— 
tion for operating authority based on the contention that it abe 
operations by water had been restricted to points wholly “ ‘ 
within the area defined in Ex Parte No. 140, Determination of untl ¢ 
the Limits of New York Harbor and Harbors Contiguous Jan. A 
Thereto, and that such transportation was not under a common b 
control, management, or arrangement for a_ continuow itself 
through shipment to or from points without such area. Hovw- — 
ever, it said, the exemption specified in section 303 (g) (1) — 
applied only to transportation by water “solely within the ee 
limits of a single harbor or between places in contiguow os 
harbors.” It said that in the order determining the limits d ities 
New York harbor and contiguous harbors, “we _ specifically vy, 
described such limits to be the ‘waters’ within a defined area’E d 
Operation by applicant of both the water and motor vehick sea 
facilities in performing the complete transportation servic ome 
obviously constituted a common control, management, #t hae 
arrangement to perform the through transportation service, rin 
it said. Water-motor transportation to points within the out: . 
side boundaries of the harbor area but not on the waterfront, 
and not directly served by water carriers, it said, was nd R 
transportation on waters within the harbor area, but was a 
through movement to points without such area. Such trams r 
portation by water, it added, did not fall within the exemptio§ ping 
provided in section 303 (g) (1). ment 

The cradles in which brick, building tile, and conduit welt§ its e 
moved, said the report, and the fact that their use reduce(f mile: 
loss from breakage and expedited loading and unloading, did 
not represent a use so specialized that there was no compet! 
tion with common carriers subject to the interstate commertt 
act, and denied the application for exemption under sectlol§ road 
303 (e). Issue 

a Ming 
HAWAIIAN FORWARDER PERMIT db 


brar 

By a report, order and permit in FF-53, Hawaiian Freight 

Forwarders, Ltd., the Commission, division 4, has found past and 

proposed operations of Hawaiian Freight Forwarders, Ltd. d 
Chicago, Ill., to be those of a freight forwarder subject ™§ syly 
part IV of the interstate commerce act. The authority granted has 
covers the forwarding of commodities generally from points line 
in the District of Columbia, and all states east of and includin§ (jo, 
North Dakota, South Dakota, Nebraska, Kansas, Oklahoma Tir 








October 30, 1943 
uld ha Arkansas, and Louisiana, to San Francisco, when consigned to 
~ Hawaiian Islands or foreign countries. ; 

The report said applicant also sought authority to handle 
traffic to ports other than San Francisco, but that the record 
had shown no service or need for service by it to any other 


port. 
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ROCK ISLAND MOTOR EXTENSION 


By a report and order in MC 29130, Sub. 26, Rock Island 
Motor Transit Co. Extension, the Commission, division 5, with 
Commissioner Rogers concurring but offering a suggested “key 

int” condition, has granted Rock Island Motor Transit author- 
ity as to general commodities, with exceptions, over four regu- 
jar routes in Iowa, with service at 13 communities, all but one 
of which were stations on the Rock Island line. 

The report said that a grant so limited did not appear to 
endanger or adversely affect the operations of the protestants, 
but that a key point restrictions would not be imposed. The 
authority granted was limited to service auxiliary to or supple- 
mental of the rail service of the Rock Island, with the further 
condition that applicant should not serve or interchange traffic 
at any point not a station on the rail line of the railway. 

Commissioner Rogers said he approved the findings of the 
majority, except as to the failure to impose an appropriate “key 

int’ condition with respect to the four points which were pro- 
vided with motor carrier service by protestants, and that in 
addition to the conditions named in the findings of the ma- 
jority, the following condition should be imposed: 
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No shipments shall be transported by applicant through Des 
Moines, Ia., or between Des Moines, on the one hand, and Van Meter, 
DeSota, Earlham, or Guthrie Center, Ia., on the other, over the routes 
here authorized, except those which inaddition to movement by appli- 
cant have had or will have a rail movement beyond Des Moines. 












MERRIMAC WATER RIGHTS 






counties jy 
1 by appl: By a report and order on further consideration in W-485, 
Shipments Merrimac Chemical Transportation Co., contract carrier 
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application, the Commission, division 4, has affirmed the find- 
ing in the prior report of May 4, that applicant was entitled 
to continue operation as a common carrier by self-propelled 
vessels in the transportation of commodities generally 
between ports and points along the Atlantic coast and trib- 
utary waterways, from Penobscot Bay, Me., on the north, to 
Cape Henry, Va., on the south, not including Long Island 
Sound, the Hudson River above the New York Harbor area, 
or the Deleware River and Bay. The order permitted the 
certificate and order issued May 4, which had been postponed 
until the Commission’s further order, to become effective 
Jan. 6, 1944. 

As to the applicant’s allegation that its vessel had never 
been available to the general public, and that it did not hold 
itself out to transport anything that might be offered, the 
report said that the applicant had handled a wide variety of 
commodities over a vast territory for various shippers. This, 
it said, indicated that the applicant did not specialize in the 
transportation of any particular class or classes of commod- 
ities, and did not handle traffic for certain shippers. 

“The mere fact that it wishes to pick and choose its traffic 
does not indicate that its operation is that of a contract 
carrier,” says the report. “In our opinion the record of past 
services indicates that it has been holding itself out to the 


zs public to transport the most desirable traffic avail- 
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Railroad Abandonments 


_ The Commission, division 4, by a report and certificate in 
Finance No. 14328, Ray & Gila Valley Railroad Co. Abandon- 
ment, has permitted abandonment by the Ray & Gila Valley of 















duit were its entire line of railroad in Pinal county, Ariz., extending 6.6 
Fey miles from Ray Junction to Ray. 

oo Mine Hill 

-ommerct In Finance No. 14335, Mine Hill & Schuylkill Haven Rail- 
r sectiol§ road Co. et al. Abandonment, the Commission, division 4, has 





issued a report and certificate permitting abandonment by the 
Mine Hill & Schuylkill Haven and abandonment of operation 
by the Reading Co., lessee, of 2.06 miles of the Mt. Eagle 
branch line of railroad in Schuylkill county, Pa. 








n Freight 
| past on P. R. R. 
Peve ‘ By a report and certificate in Finance No. 14319, Penn- 





canted Sylvania Railroad Co. Abandonment, the Commsision, division 4, 
y gr inh js, PeTmitted abandonment by the Pennsylvania of a branch 
m fading line and parts of two branch lines of railroad in Cambria, 
i lahodil Clearfield, and Westmoreland counties, Pa., as follows: Fallen 

mber branch, extending from Glayon to the end, 0.93 miles; 
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portion of Moshannon and Clearfield branch, extending from 
Houtzdale to the end, 0.52 miles; and portion of Manor branch, 
extending from Harrison City to end of line near Claridge, 
1.97 miles. 

Cc. & N. W. 


Charles M. Thomson, trustee of the Chicago & North 
Western, in Finance No. 14371, has asked the Commission for 
authority to abandon the branch line in Delta and Alger coun- 
ties, Mich., extending from Winde to Ladoga, approximately 
24.37 miles. Applicant said the line was no longer economically 
useful nor required but that there was urgent and increasing 
need for the recovery of salvageable materials from the line 
such as rails and fastenings for use elsewhere in transportation 
or otherwise in the nation’s war effort. 


lronton 


Ironton Railroad Co., and Lehigh Valley Railroad Co., and 
Reading Co., joint lessees of the Ironton Railroad, have filed a 
joint application in Finance No. 14375 asking permission for the 
Ironton Railroad Co. to abandon its Siegersville branch, extend- 
ing from a connection with the main line of the Ironton to the 
end of the branch, all in Lehigh county, Pa., approximately 2.95 
miles, and for the joint lessees to abandon operation thereof. 
Applicants desired to abandon the line, they said, because they 
believed the traffic moving over it was insufficient to warrant 
the expense of maintaining and operating it, and because of a 
desire to salvage for scrap purposes the track facilities. 

(See also page 1087) 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 63542, Sub. 1, J. D. Armstrong, Ames, lowa, extension. 
Certificate granted. Machinery and contractors’ equipment, 
which, because of size and weight, require the use of special 
equipment or special handling, over irregular routes, between 
points in Ia., Ill., Wis., Minn., Neb., Kans., and Mo., within 
300 miles of Ames, Ia., including the latter, except road-build- 
ing machinery from Peoria, Ill., to points in Iowa. 

*MC 18337, Sub. 2, Alva E. Mauk, Atlantic, lowa, extension. 
Certificate denied. Livestock, between Atlantic, Ia., and points 
within 30 miles thereof, on the one hand, and, on the other, 
points in Ill., Kans., Mo., and Neb., over irregular routes. 

*MC 19936, Sub. 1, R. D. Fowler Lines, Inc., High Point, 
N. C., common carrier. Certificate granted. New furniture, 
from specified points in N. C., to Washington, D. C., Baltimore, 
Md., and Philadelphia, Pa.; and of general commodities, with 
exceptions, from Baltimore, Md., and Philadelphia, Pa., to 
points in a specified portion of N. C., over specified routes. 

*MC 52318, Sub. 13, Luper Transportation Co., of Okla- 
homa, Shawnee, Okla., extension. Certificate denied. General 
commodities, over a specified route between Tulsa and Atoka. 


Okla., serving the intermediate points of McAlester and 
Savanna, Okla., and the Naval Ammunition Depot near 
Savanna. 


*MC 54435, The Michigan Motor Freight Lines, Inc., 
Detroit, Mich., certificate granted, on reconsideration, and 
findings in prior report, 41 M. C. C. 855, modified. Continuance 
in operation, general commodities, with exceptions, over three 
routes in addition to those described in prior report, between 
Findlay and Dayton, Ohio, between Franklin and Cincinnati, 
Ohio, and between Dundee and Adrian, Mich., over prescribed 
routes. 

*MC 61598, Sub. 9, Smoky Mountain Stages, Inc., Asheville, 
N. C., extension, embracing MC 14486, Sub. 9, McDuff Turner, 
extension. Certificate granted in MC 61598, Sub. 9, passengers 
and their baggage, and express, mail, and newspapers, in the 
same vehicle with passengers, between Clinton, S. C., and 
Augusta, Ga., over a specified route, serving all intermediate 
points, with certain restrictions. In MC 14486, Sub. 9, certifi- 
cate denied, as to the aforementioned authority. The report 
said that the authority granted would traverse 63.5 miles of 
highway not served by McDuff Turner, dba Carolina Scenic 
Coach Line, and that any loss of traffic to Scenic would not 
be a sufficient reason to warrant the denial of the Smoky 
Mountain application, when consideration was given to the 
benefit to be derived by the general public by having available 
through routes between New York City and Florida points and 
points intermed‘ate thereto. 

*MC 17781, C. E. Buete & Sons, Inc., Washington, D. C., 
embracing MC 52982, Sherwood Dickinson Contract Carrier 
Application, successor in interest. Certificate granted, on recon- 
sideration. Continuance in operation, general commodities, 


with exceptions, between Washington, D. C., Fredericksburg and 
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Richmond, Va., Baltimore, Md., and Perth Amboy, Asbury 
Park, and New Brunswick, N. J., through Pa., and Del., when 
necessary for operating convenience, over irregular routes. 

*MC F-2247, Joseph E. Faltin, Manchester, N. H.—Pur- 
chase—Nelson J. Cote (Grace M. Cote, Executrix). Purchase 
approved. Purchase by Joseph E. Faltin, doing business as 
J. E. Faltin Motor Transportation of Manchester, N. H., of 
certain operating rights and property of Nelson J. Cote (Grace 
M. Cote, Executrix), doing business as Cote’s Express and 
Freight Lines, of Berlin, N. H., approved and authorized, sub- 
ject to conditions. 


MC F-2055, Freda McNutt and Gladys Mason, Canyon 
City, Ore.—Purchase—Consolidated Freightways, Inc. Pur- 
chases by Freda McNutt and Gladys Mason, doing business as 
Blue Mountain Stage Co., of Canyon City, Ore., and Vernon 
Flatt, of Moro, Ore., respectively, of certain operating rights, 
and, jointly, of certain property, of Consolidated Freightways, 
Inc., approved and authorized, subject to condition. 

MC F-2065, J. Norman Marshall, St. Michaels, Md.—Pur- 
chase—Baltimore-New York Express, Inc. Purchase by J. Nor- 
man Marshall, doing business as Marshall’s Express, of St. 
Michaels, Md., of certain operating rights of Baltimore-New 
York Express, Inc., approved and authorized, subject to con- 
dition. 

*MC 72894, Sub. 3, William H. Hyde, Fair Haven, Vt., 
common carrier. Certificate denied on findings that the appli- 
cant, as successor in interest to Michael G. Connors & Sons, 
failed to establish that he was entitled to a certificate. General 
commodities, with exceptions, between points in Rutland county, 
Vt., and Washington county, N. Y., on the one hand, and, on 
the other, points in Conn., Md., Mass., N. H., N. J., N. Y.., 
Pa., R. I., Vt., and D. C., over irregular routes. 


*MC 61967, Sub. 1, Frank Bauder, Lake City, la., extension. 
Certificate granted. Live stock, between Lake City, Ia., and 
points within 15 miles thereof, on the one hand, and Omaha, 
Neb., on the other, and feed from Omaha to Lake City and 
points within 15 miles thereof, over irregular routes. 


*MC 30616, Queen Trucking Co., Inc., North Wilkesboro, 
N. C., common carrier. Certificate granted. Continuance in 
operation, new furniture, from North Wilkesboro, Lenoir, and 
Elkin, N. C., to points in the New York commercial zone, Cam- 
den and Trenton, N. J., Wilmington, Del., Baltimore, Cumber- 
land and Hagerstown, Md., Washington, D. C., and points in 
Pa., W. Va., Va., S. C., Tenn., and Ga.; and general commodi- 
ties, with exceptions, from New York, N. Y., Bridgeton, N. J., 
Philadelphia, Reading and York, Pa., Baltimore, Md., and Nor- 
folk and Richmond, Va., to North Wilkesboro, Lenoir, and 
Elkin, N. C., over irregular routes. 

*MC 22199, Sub. 2, Bates Motor Transport Lines, Inc., Chi- 
cago, IlIl., extension. Certificate granted. General commodities, 
with exceptions, between points in Ind., and Ohio over specified 
routes as alternate routes for operating convenience only, with 
no service at any intermediate points; and between Peru and 
Richmond, Ind., over Indiana highway 21 and U. S. highway 35, 
serving Muncie, Ind., as an intermediate point, and, between 
certain points in Ind., Ohio, and Ky., over specified routes, 
limited to the movement of empty vehicles. 


*MC 1414, Herrin Transfer and Warehouse Co., Inc., 
Shreveport, La., common carrier, embracing MC 52677, H. & H. 
Trucking Co., Inc. Amended certificate granted on reconsidera- 
tion and findings in prior report 22 M. C. C. 161, modified so as 
to authorize H. & H. Trucking Co., Inc., as successor in interest 
to the applicant in MC 1414, to operate as a common carrier. 
Machinery, materials, supplies, and equipment incidental to, 
or used in, the construction, development, operation, and main- 
tenance of facilities for the discovery, development, and pro- 
duction of natural gas and petroleum, and, machinery or ma- 
chines or parts thereof, except as aforementioned, heating or 
power boilers, iron or steel tanks, plate or sheet iron or steel 
smokestacks, and implements necessary to the installation, 
operation, and maintenance of such machinery, machines, boil- 
ers, tanks, or smokestacks, between points in La., Ark., Tex., 
and Miss., over irregular routes. 


COMMISSION ORDERS 


MC C-367, Sherwin-Williams Co. vs. Advance Transportation Co. of 
Wisconsin et al. Date for filing of exceptions to recommended order of 
joint board, extended to November 15. 

Ex Parte 104 Part 2, Practices of carriers affecting operating reve- 
nues or expenses, terminal services, Worth Steel Company Terminal 
Allowance. Time to comply with rule to show cause why an order 
should not be entered in accordance with findings in supplemental re- 
port of Commission, division 3, of September 11, extended to De- 
cember 15. 

W-79, Harry A. Killian, contract carrier application. Order of 
April 17, insofar as it reopened proceeding, vacated an order of March 
5, shall become effective and be in force from and after December 7. 

Ex Parte 104 Part II, Practices of carriers affecting operating reve- 
nues or expenses terminal services Kingan & Co. terminal allowances. 
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Order of June 2 further modified to become effective Decembe, 
instead of November 30. 

1. & S. 5257, Forwarder rates New York and St. Louis to Te,,J 
Order of September 28 vacated insofar as it suspended operation ot 
schedules designated therein but investigation of sections 2 ang ry 
Agent Dimick’s ICC FF 11 continued. 

MC 4920, R. R. Wallace application. Order of October 925, 194 
vacated. Reopened and remanded to Division 5 of Commission for t 
consideration. 

MC 104421, Alfred Leon Johnson common carrier application, p 


port and order of September 13 modified so as to authorize issuay — 
to applicant, on compliance with sections 215 and 217 of act and ry 
and regulations thereunder, of a certificate as a common carrier 5 “FE e} 
motor vehicle, in interstate or foreign commerce, as follows: “T iy r 
stock between Washington, Kans., and points within 15 miles thereg! . 
on the one hand, and, on the other, Kansas City, Mo.-Kans., St. Josep App 
and South St. Joseph, Mo., and Fairbury, Omaha and Grand Islan consolid 
Neb.; feed and grain between Washington, Kans., and points With can Fre! 
15 miles thereof, on the one hand, and, on the other, St. Joseph ay reasonal 
South St. Joseph, Mo., and Fairbury, Omaha, and Grand Island, Ne, otherwis 
and live stock feed from Kansas City, Mo., and St. Joseph, Mo. 4 osed re 
Washington, Kans., and points within 15 miles thereof, over irreguly lidato 
routes.’’ This order shall become effective December 1 unless Driv 80. Tra 
thereto any party-in-interest shall show cause, if any there be, in > iT 
writing verified under oath, why report and order of September 1 the Inv 
should not be modified in manner described above. and the 
1. & S. 5120, Routing lumber and fruits south to C. F. A. Orie The 
of August 11, further modified to become effective Decemeber 2, jp. le de 
stead of November 2. ru ; ta 
MC 48388, Joseph E. Faltin, common carrier application. Reopeng cans 
for further hearing, at a time and place to be hereafter fixed, soley 25, naz 
to determine whether applicant is entitled to continue operations the res 
transport general commodities (except dangerous explosives, lumbe purport 
and forest products, articles of extreme value, petroleum products ;™ the int 
bulk, and household goods as defined in Practices of Motor Commu Aug. 2! 
Carriers of Household Goods, 17 M. C. C. 467), between Mancheste Inc., al 
N. H., and points within 20 miles thereof, on one hand, and, on othe tive dé 
Springfield and Worcester, Mass., Hartford and New Haven, Conn compla 
and points within 15 miles of each of latter points, over irreguly Forwa! 
routes. Order of May 15, as subsequently modified to become effectij: -— 
October 30, insofar as it denied applicant right to continue aboy of the 
described operations, vacated. item 2 
W-353, Barrett Line, Inc., contract carrier application. Effectiy unlaw! 
date of order of June 18, further postponed to November 26. state } 
MC 71516, Alabama Highway Express, Inc., common carrier appl: Sept. | 
cation. 


Report and order of July 6, 1942, which by amended orders i TI 
made effective November 13, vacated; application reopened and assigneé 
to Division 5 for further proceeding and action. 


W-125, George N. Childs, contract carrier application. Reopenei re 
for reconsideration and hearing. Effective date of certificate and order ® gating 
of August 24, postponed until further order of Commission. basis f 

MC C-375, Cleveland, Columbus & Cincinnati Highway, Inc., «J chicag 
Lecrone-Benedict Ways, Inc., et al. Complaint dismissed. housen 

Ex Parte 104, Part 2, practices of carriers affecting operating reve whose 
nues or expenses, terminal services, McClintic-Marshall Corp. Termin gych ¢ 
Allowance. Time to comply with rule to show cause why an ort tions ; 
should not be entered in accordance with findings in supplement B® ties o; 
report of Commission, division 3, of September 11, extended to De® ition: 


cember 15. 


W-579, W. R. Osborn applications. Effective date of permit ani F 
order of September 4, postponed to December 30. 


No. 28989, Illinois Territory Industrial Traffic League vs. Un. Pa. jm findir 
et al. Motion of defendants to make more definite and. certain alleg:— lishe 
tions of complaint overruled. regul 

MC F-1555, James C. Coughlin, control, Valley and Coast Transit freig 
Co., and MC F-1572, California Motor Transport Co., Ltd., merge. move 


Valley and Coast Transit Co. Time within which authority granted i and 
report and order of February 27, 1942, may be exercised, extended to 


January 31, 1944. freig 

yond 

PETITIONS FOR REHEARINGS, ETC. 

MC F-2161, J. Herman Gladden, purchase, Harry S. Anderson. Af ship] 
plicants ask Commission for reconsideration. th 

No. 28629, Commonwealth of Kentucky et al. vs. Ill. Cent. et al. es 


and No. 28689, Illinois Coal Traffic Bureau et al. vs. Ahnapee & Wester Ing 


et al. Commonwealth of Kentucky, Railroad Commission of Kentucky whe 
and Kentucky Coal Agency, Inc., ask for modification of Commis freis 
sion’s order of June 14, to eliminate rehearing and to substitute reargv § wes’ 
ment in lieu thereof. expe 

MC F-2337, Baltimore Pittsburgh Motor Express Co., lease, Kultal ® tray 


Motor Express. Baltimore Pittsburgh Motor Express Co. asks for al one 
thority temporarily to operate motor carrier properties of Kultal ft 
Motor Express. 0 


Finince 13085, C. M. St. P. & P., C. R. 1. & P. and K.C. S., comm the 





struction. Trustees of C. M. St. P. & P. and C. R. I. & P. ask form tru 
extension of time to complete construction of line of railroad authorized § City 
W-393, Arrow Tug and Marge Co., contract carrier application em] 
Applicant asks Commission to correct certificate. tho 
san 

STOPPING-IN-TRANSIT RULES fer 


The Chicago Association of Commerce has asked the Com § list 
mission to suspend supplement No. 27 to tariff MF-I. C. C. No§ tha 
80; supplement No. 16 to tariff MF-I. C. C. 90; and supplement § enc 
No. 18 to tariff MF-I. C. C. 97 of Central States Motor Freight § tal 
Bureau, Inc., in addition to those suspended by the Commis 
sion in I. and S. M-2307 (see Traffic World, Oct. 9, p. 837). § 408 
All the involved tariffs propose to make present stopping-il- § tal 
transit rules applicable under a limitation of 100 per cent of 
the carrier’s shortest route from original point of shipment t 
final destination. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 


“Freight Consolidators” Scope 


Application of assembling rates to shipments of a “freight 
consolidator” as defined in the proposed tariff of Transameri- 
can Freight Lines, Inc., should be found not shown to be un- 
reasonable, unjustly discriminatory, unduly prejudicial, or 
otherwise unlawful, says Examiner Leo T. Haden in a pro- 
posed report in I. and S. M-2180, Definition of Freight Con- 
solidators, embracing MC C-362, Freight Forwarders Institute 
ys, Transamerican Freight Lines, Inc. He recommends that 
the investigation and suspension proceeding be discontinued, 
and the complaint dismissed. 


The proceedings involve the proposed establishment of a 
rule defining the term “freight consolidator” in Transameri- 
can’s tariff MF-I. C. C. No. A-46, filed to become effective Jan. 
95, naming assembling rates from various points served by 
the respondent to Chicago, Ill., the tariff having been filed in 
purported compliance with the provisions of section 408 of 
the interstate commerce act. The tariff was suspended until 
Aug. 25 on protest of Central States Motor Freight Bureau, 
Inc, and the National Carloading Corporation, and the effec- 
tive date voluntarily deferred for an indefinite period. The 
complaint in MC C-362, said the report, was filed by Freight 
Forwarders Institute alleging that because of the suspension 
of the proposed definition, the words “freight consolidator” in 
item 2 of the tariff were uncertain, vague, ambiguous, and 
unlawful in violation of section 217 of part II of the inter- 
state commerce act (see Traffic World, Sept. 4, p. 523, and 
Sept. 18, p. 648). 


The report quoted the definition in the tariff as follows: 


Freight consolidators, as referred to in this tariff, include the oper- 
ation of a shipper, or a group or association of shippers, in the consoli- 
dating of freight for themselves or for members thereof, on a non-profit 
basis for the purpose of securing the benefits of the carload rates from 
Chicago, Ill., to final destination, or applies to the operation of a ware- 
houseman or other shipper agents in the consolidating of pool cars, 
whose services and responsibilities to the shipper in connection with 
such operations are confined to the terminal area in which such opera- 
tions are performed, or others who employ or utilize the instrumentali- 
ties or services of Transamerican Freight Lines, Inc., under like con- 
ditions. 


Examiner Haden proposed seven recommended “major 
findings of fact,” to the effect that Transamerican had estab- 
lished assembling rates or charges and classification rules and 
regulations applicable thereto applying on_less-truckload 
freight received by it at points on its line east of Chicago for 
movement to ultimate destination at points beyond Chicago 
and that such freight was delivered by Transamerican to a 
freight forwarder or consolidator at Chicago and moved be- 
yond by railroad in carload quantities; that a “freight con- 
solidator” as defined in the tariff embraced individual shippers 
or a group or association of shippers; that traffic of individual 
shippers or shippers’ associations was being transported under 
these rates, the shipments in less-than-truckload lots originat- 
Ing at various points in the east and moving to Chicago, 
where the freight was assembled and consolidated with other 
freight into carload lots by railroad for movement to points 
west of the Mississippi River; that there was no solicitation 
expense incurred by respondent in the handling of freight 
transported under these rates; that Transamerican made only 
one delivery a day from its dock in Chicago to the facilities 
of the consolidator, resulting in a saving as compared with 
the cost of delivering a comparable quantity of local less-than- 
truckload shipments to many different points throughout the 
city; that the shippers and shippers’ associations as described 
employed the services of Transamerican under conditions like 
those under which forwarders employed the services of the 
Same carrier in its assembling operations; and that the dif- 
ference between the class rates and the assembly rates pub- 
lished by Transamerican to apply from the origins of less- 
than-truckload shipments to Chicago was justified by differ- 
ences in the respective conditions under which the instrumen- 
talities or services of that carrier were employed or utilized. 

The report related the historical background of section 
408 which, it said, had been enacted as a substitute for joint 
Tate arrangements between forwarders and motor carriers, 


and quoted from the report of the House committee on inter- 
state and foreign commerce as follows: 


The decision of the committee not to include permanent authority 
for joint rates between freight forwarders and carriers subject to parts 
I, II, and III was not based on the belief that freight forwarders should 
be required to pay full published rates to such carriers in all cases. On 
the contrary, the committee is of the opinion that there is ample justifi- 
cation for rates available to forwarders (and to others who utilize the 
services of carriers under like conditions), lower than the rates avail- 
able to shippers generally, on account of the special conditions under 
which forwarders and certain other persons utilize the services of car- 
riers in assembling and distributing operations. 


After describing the method of handling shipments under 
assembling rates, Examiner Haden discussed the objections 
raised by the protestants. Various motor common carriers had 
objected to the maintenance of assembling rates lower than 
the local rates on the grounds that such rates would ulti- 
mately cause reductions in their less-than-truckload rates to 
the level of the assembling rates, he said. He said, however, 
that Transamerican’s assembling rates (85 per cent of first 
class) were substantially higher than many of the divisions 
which it and certain other motor common carriers, including 
those that produced testimony in opposition to the assembling 
rates, received under their joint-rate arrangements with for- 
warders. In some instances, said he, these divisions were as 
low as 50 per cent of the first class rates, but that the average 
division was around 70 per cent of first class. 


Protestants had contended that freight consolidators and 
shippers and their associations occupied exactly the same status 
now that the forwarders were held to occupy in the Chicago 
Heights case (United States vs. Chicago Heights Trucking Co., 
310 U. S. 344), in which the Commission’s decision was sus- 
tained by the Supreme Court of the United States. In that 
case, said the examiner, the Commission had found that the 
proportional rates in issue were not in reality available to all 
of the shipping public, and in practical effect would operate to 
the benefit of the forwarders alone and would not benefit the 
owners of the goods shipped. This situation, said he, differed 
from that in the Chicago Heights case, in that assembling rates 
lower than the rates which otherwise would apply would di- 
rectly benefit the owner of the goods shipped and that the 
schedule under investigation made the rates open to all ship- 
pers, including forwarders, who used them under substantially 
similar circumstances and conditions. That was the intent of 
Congress, he added. 


As to the contention that the rates were not true assem- 
bling rates because they applied from so-called key or concen- 
tration points, the report said the fact that the points men- 
tioned might be concentration points as to some shipments did 
not preclude them from being gathering points as to other 
shipments, and quoted from the aforementioned report of the 
House committee to show that this phase of section 408 had 
been discussed, as follows: 


Due to the fact that in different movements of traffic even by the 
same forwarder, what happens to be the principal key point at one time 
may be a sub-key point at other times, it will not be possible to desig- 
nate points between which, for the purpose of all movements, ‘‘assem- 
bling’ and ‘‘distribution’’ rates may not be established. This sentence 
must operate in practical effect, as a limitation on the availability or 
use of such rates in particular circumstances rather than, in an absolute 
sense, a limitation on the establishment of such rates between certain 
points. 


To the further objection that only a few large shippers or 
shippers’ pooling organizations could take advantage of the 
rates, the examiner said that the fact that the rates might 
result in advantages to certain persons or class of persons did 
not of itself result in the rates being in violation of the act, 
and that the rates were open to any person who shipped less- 
than-truckload freight from certain points served by Trans- 
american to Chicago and there consolidated with other freight 
into carload lots for shipment to points west of the Mississippi 
River. 

Protestants had contended that shippers’ associations or 
others who acted as shippers’ agents were excluded from using 
the assembling and distribution rates authorized in section 408 
because of the provisions of section 402(c), said the report. 


























1054 







The sole purpose of section 402(c), it said, was to make it 
clear that the operations of a shipper or a group or assoc’ation 
of shippers in consolidating and distributing freight for them- 
selves or for the members thereof on a non-profit basis were 
excluded from regulation under part IV of the act. The sec- 
tion did not prohibit the use by such shippers of assembling 
and distribution rates which might be established by common 
carriers and made applicable “to freight forwarders and others” 
who employed the services of such carriers under like condi- 
tions, said the report. 

To the contention of protestants that the phrase “under 
like conditions” in section 408 should be construed to embrace 
not only the physical hardling of freight but other cond ‘tions 
necessarily incident to the transportation of this kind of traffic 
by forwarders, but which were not required of a shipper or a 
group or association of shippers, such as the issuance of a 
through bill of ladine. etc., the examiner said these factors 
primarily concerned the relation between the forwarder and 
its customers and had no bearing on the actual transvortation 
services performed by common carriers in handling forwarder 
freight. Assembling and distribution rates lower than those 
available to shippers generally might only be justified if the 
difference was justified by a difference in the conditions under 
which the services of common carriers were emploved, said he. 
It was not recessary, he added. that the conditions be nrec’sely 
the same, for it was sufficient that there existed a similarity in 
conditions. The physical handl'ne of less-than-truckload freight 
by respondent from origin to Chicavo, he said. for both classes 
of shinpers, was similar and that the Commission shovld find 
that the words “under like conditiors” referred only to con- 
ditions which affected the performance of the service by the 
common carrier under its published rates, and d'd not include 
any conditions which affected onlv the performance of service 
by the freight forwarder for its patrons. 


SPUR-TRACK QUESTION 


Common carrier services over private s'dings and private 
industrial tracks are not legally compelled where carriers are 
prevented from using such tracks by circumstances beyond the 
carrier’s control, says Examiner Alfred G. Hagerty, in propos- 
ing dismissal of the complaint in No. 28977, Limits Industrial 
Building Corporat‘on, et al. vs. Baltimore & Ohio Chicago Ter- 
minal Railroad Co. He recommended a finding that use pre- 
vention, rather than defendant’s refusal. was the cause of its 
inaction in not moving interstate traffic in freight cars at 
Cicero, Ill., between the switch-track connection with its right- 
of-way and complainant’s industry over a spur-track con- 
structed for that purpose. 

The use prevention, said the report, was occasioned by a 
state judicial decree against complainants’ right to construct, 
maintain or operate the spur-track on the described location, 
along with a disputed question of easement rights. It recom- 
mended that these be found to be disab‘lities not within the 
competence or responsibility of defendant to remove, and not 
subject to removal or control under any provision of the inter- 
state commerce act, or otherwise within the remedial reach of 
that statute. 


Under the agreement, pursuant to which the switch-con- 
nection to the spur track was constructed, the track never was, 
nor could it be under the terms of the agreement, dedicated to 
public use, said the report. Therefore, it added, defendant in 
functioning as a common carrier had not been, and was not, 
legally obligated to keep that track open and available for use 
in serving complainants by virtue of any statutory duty im- 
posed by the act. Responsibility for keeping the track open and 
available for service to the industrial owners rested with those 
owners, said the report. 


Proposed Reports 
Tobacco 


Fourth section application No. 19173, Tobacco to Texas, 
embracing fourth section applications Nos. 15628 and 19981. 
By Examiner W. M. Cheseldine. Recommends grant of author- 
ity, on conditions, in Nos. 19173 and 19981, to establish and 
maintain a rate of $1 to Houston, Tex., over direct routes 
through New Orleans, La., and a rate of $1.27 to Dallas and 
Fort Worth, Tex., over all reasonably direct routes, on cigar- 
ettes, smoking and plug tobacco, and articles takine the same 
rates, in straight or m'xed carloads, minimum 40,000 pounds, 
from Virginia and North Carolina origins, without observing 
the long-and-short-haul part of the fourth section. The rates 
are to be applied over indirect lines or routes not more than 









TRAFFIC wopgeo * 












































































































































34 per cent longer than short-tariff lines or routes from ; M 
to the same points. The examiner said the application jn Ni 
15521, Tobacco to Houston, Tex., 210 I. C. C. 284, shoulg ye _(2202" 
reopened, and the relief sought therein, and that sought in M of 20 ve 
15628, should be denied effective six months after the effectiy, pone 01 
date of the continuing orders to be entered in Nos. 19173 a ine orde 
19981. in which 
Zircon Sand with nar 
No. 28952, Titanium Alloy Manufacturing Co. vs. Atchison Hine 
Topeka & Santa Fe Railway Co., et al. By Examiner Alfreii ner Harr 
G. Hagerty. Denial of reparation and dismissal of Complain fi posed. Cc 
proposed. Rate charged from San Francisco, Calif., to Syfroad bu 
pension Bridge, N. Y., over all-rail routes, on carload ship. materials 
ments of a product imported from Australia, identified x petroleur 
zircon sand or ore, found applicable. The report said com. plants ar 
plainant had claimed that the commodity fell within the tarig i irregular 
description of “Sand, crude, ground, dried or calcined,” py iin 
the report pointed out that a rate had been specifically pub Rubin Br 
lished on the product transported, and that a commercial order  modities 
for sand would not be filled with zircon, nor would a com. points W 
merc.al order for zircon be fulfilled with sand. or off-r 
authoriz 
Class Rate Restrictions Wir 
I. and S. M-2259, Joint minimum Rates Over Gladden waoneree 
Trucking Co. By Examiner Carmine Garofalo. Cancellation of eal 
suspended schedules proposed, and proceeding discontinued, se ar \ 
Proposed restriction in application of joint class rates of rl on : 
respondents found not shown to be just and reasonable. By Hender: 
schedules filed to become effective July 4, and postponed until irregula 
Feb. 4, 1944, on protest of the Price Administrator, G. H. Dill, Ne 
Agent, proposed to establish for the individual account of J, R soe 
Hermann Gladden, doing business as Gladden Trucking (Cp, : appli 
a proposed minimum joint class-rate restriction in connection y a 
with joint class rates maintained for account of Gladden ani a or 
other carriers on joint-line movements between various points & jichwa 
in central and trunk-line territories. The proposed schedule is 0 
would apply on shipments moving at joint class rates lower F 
than third class and would result in increased charges on traffic ner, ex 
rated lower than third class, said the report. Gladden, it added, & boxes, 
was not present at the hearing, and the examiner proposed a & Lebanc 
finding that the respondents had not borne the burden of proof &§ mingtc 
imposed on them by the interstate commerce act to show that & D. C.; 
the increased rates were just and reasonable. from | 
Ques over it 
Te 
I. and S. M-2272, Coal—Pennsylvania Points to Virginia § ‘10M. 
Points. By Examiner Mack Myers. Proposed that order of sus- § Rusk, 
pension be vacated, and proceeding discontinued. Proposed count 
increased rates on coal from Pottsville, Pa., and points within § VT} 
a radius of 25 miles thereof, to Harrisonburg and other destina 
tions in Virginia, found just and reasonable. By schedules filed § Porta 
to become effective Aug. 5, and suspended until March 4, 1944, & in gle 
on protest of the Price Administrator, Dorman Walton Fawley, § 2" 
doing business as D. W. Fawley, of Broadway, Va., proposed Have! 
to establish an increased commodity rate on coal from Potts ton, | 
ville, Pa., as aforementioned, to Harrisonburg and 15 other D.C. 
points of destination in Virginia. The report said that increased 1 
revenue was necessary to enable respondent to continue to — age 
operate and pay increased operating expenses, adding that § Gene 
wages were much higher and that the costs of equipment, — in th 
repairs, and parts had increased greatly. Based on round-trip B necti 
mileage, it sa'd, earnings under the proposed rates varied from — Cinc 
about 16 cents a truck-mile to Strasburg, 376 miles, to 117 
cents to Elkton, 510 miles. Such earnings did not appear to be & ches 
excessive, it said. good 
Dairy Products coun 
I. and S. M-2279, Dairy Products—Indiana Points to Pitts- = 
burgh. By Examiner Carmine Garofalo. Recommended that ~ 
proposed reduced any quantity contract-carrier minimum E 
charges on dairy products from Indiana points to Pittsburgh, § “*? 
Pa., be ordered cancelled because of failure of respondent to poi 
show that such charges were just and reasonable, and pro re 
ceeding discontinued. By schedules filed to become effective x 
Aug. 9, and postponed on protest of Central States Motor on 
Freight Bureau, Inc., until March 9, 1944, Clarence W. Enkoff, 
of Pittsburgh, Pa., proposed to establish reduced any quantity Fre 
motor contract-carrier minimum charges of 50 cents on da‘ry § con 
products from points in Indiana to Pittsburgh. At the hearing, inte 
the report said, respondent stated he des‘red to cancel the sus Ind 
pended schedule. and that he had instructed his representative to B 4n 
cancel it and for that reason offered no evidence in support § Wa 
of it. The proposed schedule, said the report, had not been § PO 
cancelled and recommended a finding that the respondent had 
not borne the burden of proof imposed on him by the act to § “ 


show that the proposed rates were just and reasonable. 


Gladden 
ation of 
ntinued, 
rates of 
ale, By 
ed until 
A. Dilla 
nt of J, 
ing Co, 
nnection 
den and 
S points 
shedules 
S lower 
n traffic 
t added, 
posed a 
of proof 
Ow that 


Virginia 

of sus- 
Troposed 
; within 
destina- 
les filed 
4, 1944, 
Fawley, 
roposed 
1 Potts. 
> other 
creased 
inue to 
ig that 
ipment, 
ind-trip 
-d from 
to 117 
ir to be 


o Pitts- 
ed that 
inimum 
sburgh, 
dent to 
1d pro- 
ffective 
Motor 
Enkof, 
uantity 
n dairy 
\earing, 
he sus- 
ative to 
support 
yt been 
nt had 
act to 


October 30, 1943 


Motor Proposed Reports 


(Recommended orders in proposed motor revorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
pecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face” type, 
with name of town or city following.) 


INinois (Grayville)—MC 102336, Sub. 1, R. A. Harris, Ken- 
ner Harris and Clarence M. Harris, extension. Certificate pro- 
sed. Contractors’ heavy construction, excavating, mining, and 
road building machinery and equipment, and machinery, 
materials, supplies, and equipment, used in the maintenance of 
petroleum and natural gas, refining, recycling, and storage 
plants and pipe lines, between points in Ill., Ind., and Ky., over 
irregular routes. 


illinois (Metropolis) —-MC 96498, Sub. 4, Fred, Alfred, and 
Rubin Bonifield, extension. Certificate proposed. General com- 
modities, with exceptions, over irregular routes from and to 
ints within the Chicago, Ill., commercial zone, in intermediate 
or off-route service in connection with applicants’ presently 
authorized regular routes to and from Chicago. 


Illinois (Centralia)—-MC 57771, Sub. 4, Charles Hinson, 
common carrier. Certificate proposed. Oil field equipment, 
materials, and supplies, used in the discovery, development, and 
production of liquid petroleum, between Centralia, Ill, and 
points within 3 miles thereof, on the one hand, and points in 
[ll., on and south of U. S. highway 36, and points and places in 
Henderson and Union counties, Ky., on the other hand, over 
irregular routes. 


New Jersey (Newark)—-MC 81010, Sub. 4, Joseph and 
Robert Schwartz, extension. Dismissal of application proposed 
at applicant’s request. Forest products, between points in N. Y., 
and N. J., within 30 miles of New York, N. Y., on the one hand, 
and, on the other hand, points in Conn., on and east of U. S. 
highway 5, and in R. I., Md., and Del., within a radius of 200 
miles of New York, N. Y., over irregular routes. 

Maryland (Baltimore)—-MC 46036, Sub. 1, Ernest L. Har- 
ner, extension. Certificate proposed. Pulpboard and pulpboard 
boxes, from Baltimore, Md., to Hanover, York, Harrisburg, 
Lebanon, Lancaster, Shippensburg, and Gettysburg, Pa., Wil- 
mington, Del., Alexandria and Richmond, Va., and Washington, 
D. C.; and of macaroni, noodles, spaghetti, and sauces therefor 


from Lebanon, Pa., to Baltimore, Md., and Washington, D. C., 
over irregular routes. 

Texas (Henderson)—MC 5281, Sub. 1, E. G. Velvin, exten- 
sion. Certificate proposed. Household goods, between points in 
Rusk, Smith, San Augustine, Nacogdoches, Gregg and Panola 
counties, Tex., on the one hand, and points in La., on the other, 
over irregular routes. 


Pennsylvania (Altoona)—-MC 103392, Sub. 1, John M. 
Porta extension. Denial of permit proposed. Oil and grease, 
in glass, drums, wooden barrels, or in cans; also oil pumps, 
and advertising matter, from Reno, Pa., to Bridgeport, New 
Haven, and Hartford, Conn., Springfield, Worcester, and Bos- 
ton, Mass., Providence, R. I., Baltimore, Md., and Washington, 
D. C., over irregular routes. 


Indiana (Indianapolis)—-MC 80412, Sub. 1, Decatur Cart- 
age Co., Inc., of Indiana, extension. Certificate proposed. 
General commodities, with exceptions, from and to all points 
in the Cincinnati commercial zone, in off-route service in con- 
nection with applicant’s regular route operations from and to 
Cincinnati. 

New York (Mount Vernon)—MC 52818, Sub. 9, West- 
chester Lines, Inc., extension. Certificate proposed. Household 
goods, between New York, N. Y., and points in Westchester 
county, N. Y., on the one hand, and points in Fla., on the 
other hand, over irregular routes through N. J., Pa., Del., Md., 
Va, D. C., N. C., S. C, and Ga 

New York (Dunkirk)—-MC 20802, Sub. 2, Wheeler Motor 
Express, Inc., extension. Denial of certificate proposed. Heavy 
machinery, safes, tanks, boilers, stacks, and articles requiring 
rigging or special equipment, between points in Erie and Chau- 
tauqua counties, N. Y., on the one hand, and points in N. Y., 

. J., Pa., and Ohio, on the other, over irregular routes. 


_Indiana (Crawfordsville)—-MC 11184, Sub. 4, McDaniel 
Freight Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, over specified routes between the 
Intersection of Indiana highways 25 and 28A (near Odell, 
Ind.), and Attica, Ind.; between Lebanon and LaFayette, Ind.; 
and between Williamsport, Ind., and junction of Indiana high- 
ome 34 and 63, serving West Lebanon as an intermediate 
Texas (Gainesville)—-MC 104572, V. D. Randall, common 
carrier, Denial of certificate proposed, Equipment, supplies 
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and materials for oil fields, refineries and pipe lines, between 
points in Texas within a 200 mile radius of Gainesville, includ- 
ing Gainesville, and between such points, on the one hand, 
and points in Oklahoma, on the other, over irregular routes, 
the service proposed to be restricted to operations to or from an 
oil field location in the described territory. 

North Carolina (Charlotte)—-MC 76560, Lamont Hand, 
common carrier. Denial of certificate proposed. Continuance 
of operation, general commodities, between points in N. C., 
S. C., and Va., over irregular routes. Prior repays, decided 
Jan. 14, 1943, affirmed. 

Kentucky (Ashland)—MC 32040, Sub. 1, Edward R. Chafin, 
extension. Certificate proposed. Malt beverages, from New- 
port, Ky., to Ironton, Ohio, over U. S. highway 52, and malt 
beverage containers, from Ironton, Ohio, to Newport, Ky., over 
the same route in the opposite direction. 

Kentucky (Lebanon)—MC 28961, Sub. 3, Lebanon Transfer 
Co., Inc., common carrier. Certificate proposed. General 
commodities, with exceptions, between specified Kentucky 
points over ten prescribed routes, with authority to serve 
specified off-route and intermediate points. 

North Carolina (Raleigh)—-MC 13300, Sub. 19, Carolina 
Coach Co., extensions, alternate routes, embracing MC 13300, 
Sub. 20, Same. Certificate proposed. Passengers and their 
baggage and express and newspapers in same vehicle with 
passengers, between specified North Carolina points over ten 


prescribed routes, with authority to serve all intermediate 
points. 


Ohio (Washington Courthouse)—-MC 66845, Sub. 4, Thomp- 
son’s Transfer, extension. Certificate proposed. Butter and 
cheese, from Washington Courthouse, Ohio, to Braddock, 
Beaver Falls, Charleroi, McKeesport, and New Castle, Pa., and 
damaged or refused shipments on return, over irregular routes. 
Recommended that the Commission consider the application as 
one for temporary authority with respect to furniture stock 
and automobile body stock, wooden, in the white, from Wash- 
ington Courthouse, Ohio, to Richmond and Union City, Ind. 


Wyoming (Afton)—-MC 79616, Sub. 2, Oliver Jensen Ames; 
extension. Certificate proposed. General commodities, with 
exceptions, over irregular routes, between Afton, Wyo., and 
points within 15 miles of Afton; and over applicant’s presently 
authorized regular routes between Alpine, Wyo., ard Salt Lake 
City, Utah, serving in intermediate and off-route service all 
points within 15 miles of Afton and Border, Wyo., and points 
within 2 miles of Border, and Cookeville, Wyo., and points 
within 2 miles of Cookesville and Freedom, Wyo., and points 
within 2 miles of Freedom; also Ogden, Utah, as a carrier of 
livestock only. The authority granted herein and that granted 
in MC 79616 to constitute a single operating authority. 

D. C. (Washington) —MC 84728, Sub. 9, Safeway Trails, 
Inc., extension. Certificate proposed. Passengers and their 
baggage and of express, mail, and newspapers in the same 
vehicle with passengers, between Washington, D. C., and Laurel, 
Md., over a regular route, and return over the same route, 
serving all intermediate points, except those within the Wash- 
ington comercial zone. 


Indiana (Indianapolis)—-MC 104481, Sub. 1, E. H. Moor- 
man, common carrier, Certificate proposed. Masonry, con- 
tractors’ equipment and supplies and building materials, exclu- 
sive of lumber and heavy structural steel, between all points in 
Ind., on the one hand, and points in Ill., Ky., Mich., and Ohio, 
on the other, over irregular routes. 


Indiana (Liberty)—MC 104517, Mervin Abernathy, con- 
tract carrier. Denial of permit proposed for want of prosecu- 
tion. Farm produce, live stock, fertilizer, feed, farm machinery, 
gravel, logs, lumber and building materials, between points in 
Fayette, Franklin, Union, and Wayne counties, Ind., on the one 
hand, and Cincinnati, Ohio, and Indianapolis, Ind., on the other, 
over irregular routes. 


Georgia (Atlanta)—-MC 104589, J. L. Lawhon, contract car- 
rier. Permit proposed. Finished shirts and underwear, empty 
shirt and underwear boxes and containers, shirt boards, and 
cut shirt parts, between Atlanta, Ga., and Andalusia, Ala., over 
U. S. highway 29, serving no intermediate points. 

California (Los Angeles)—-MC 104274, Sub. 2, Moe Gilson 
and Gale Jacobs, common carrier. Denial of certificate pro- 
posed. New and used house trailers, by truck-away and drive- 
away methods, in initial movement between points in Calif., on 
the one hand, and on the other, points in 24 states, with return 
of undercarriages, over irregular routes, and in secondary 
movement between points in 22 states, over irregular routes. 

California (Los Angeles)—-MC 103839, Sub. 2, M. Barkett, 
common carrier. Denial of certificate proposed. New and used 
house trailers, by truck-away and drive-away methods, in initial 
movement between points in Calif., on the one hand, and, on 
the other, points in 24 states, with return of undercarriages, 
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over irregular routes, and in secondary movement between 
points in 22 states over irregular routes. 


California (Los Angeles)—-MC 868, Sub. 1, Signal Truck- 
ing Service, Ltd., extension. Certificate proposed by corrected 
report superseding the report served Oct. 7. General commodi- 
ties, with exceptions, between Los Angeles, Calif., and points 
within one mile thereof, on the one hand, and all points in 
Calif., within 30 miles of Los Angeles, not including points in 
San Diego, Calif., on the other hand, over irregular routes. 

Kentucky (Lexington)—-MC 32783, Sub. 31, Southeastern 
Greyhound Lines, extension. Certificate proposed. Passengers 
and their baggage, and express, mail and newspapers, in the 
same vehicle with passengers, between the intersection of old 
U. S. highway 31W and new U. S. highway 31W near West 
Point, Ky., and slightly beyond the corporate limits of West 


Point, Ky., over said new U. S. highway 31W, as an alternative 
route. 


MOTOR FINANCE CASES 

MC F-2329, L. F. Miller and F. D. Miller—Purchase—M. H. Carrell; 
and MC F-2330, L. F. Miller and F. D. Miller—Purchase—Yellow 
Transit Co. Application for authority under section 210a(b) of L. F. 
Miller and F. D. Miller, doing business as Miller & Miller Motor Freight 
Lines, of Wichita Falls, Tex., for temporary operation of motor-carrier 
rights and properties of M. H. Carrell, doing business as Oklahoma- 
Texas Truck Line, of Gould, Okla., granted. 

Application for authority under section 210a(b) of L. F. Miller and 
F. D. Miller, doing business as Miller & Miller Motor Freight Lines, of 
Wichita Falls, Tex., for temporary operation of a portion of the 
motor-carrier rights and properties of Yellow Transit Company of 
Oklahoma City, Okla., granted, with conditions in each case. 

MC F-2158, A. E. Gallagher—Control; The Gallagher Transfer and 
Storage Company—Purchase—Colorado-Wyoming Express—Lease—Rex 
Shepherd. Acquisition by A. E. Gallagher, of Denver, Colo., of control 
of the operating rights and certain properties of Colorado-Wyoming 
Express, also of Denver, and of certain operating rights of Rex Shep- 
herd, doing business as Motor Express Company of Wyoming, of Salt 
Lake City, Utah, through purchase by The Gallagher Transfer and 
Storage Company, of Denver, from Colorado-Wyoming Express and 
lease from Rex Shepherd, approved and authorized, subject to con- 
ditions. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14276, Great Northern Railway Co. 
Merger, etc., authorizing: 1. Merger of the properties of the Brandon, 
Devils Lake & Southern Railway Co. into the Great Northern Railway 
Co. for ownership, management and operation; .2. Acquisition by the 
Great Northern Railway Co. of control of the Farmers’ Grain and Ship- 
ping Co. through ownership of capital stock; and 3. Purchase by the 
Great Northern Railway Co. of the properties of the Farmers’ Grain 
.and Shipping Co. Approved. 

Report and order in F. D. No. 14311, Illinois Central Railroad Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability in respect of not exceeding $15,000,000 of Illinois Central 
equipment-trust certificates, series W, to be issued by the Pennsylvania 
Co. for Insurances on Lives & Granting Annuities, as trustee, and sold 
at 98.3373 and accrued dividends, and the proceeds, together with treas- 
ury cash, to be used to pay loans from the R. F. C. and to pay for 
certain equipment. Approved. 


FINANCE APPLICATIONS 

MC F-2341. Clare M. Marshall, Inc., Rouseville, Pa., asks authority 
to purchase for $63,500 the motor equipment, rights and title of Harriet 
M. Mead, executrix, William L. Mead estate. 

Finance No. 14372. Drummond Lighterage Co., of Seattle, Wash., 
and Puget Sound Tug & Barge Co., also of Seattle, jointly ask author- 
ity to continue an existing lease whereby the former had leased its 
operating property to the latter. The lease was to have expired April 
30, 1943, but was orally renewed for one year. 

MC F-2342, R. L. La Salle, dba La Salle Trucking, of San Diego, 
Calif., asks authority to purchase certain operating rights of B. W. 
Belyea, dba Belyea Truck Co., of Los Angeles, Calif. 

Finance No. 14373, New York, Chicago & St. Louis Railroad Co., 
asks authority to assume obligation and liability in respect of $2,- 
025,000 par amount of serial equipment trust certificates of 1943, (a) 
by entering into an equipment trust agreement under which the cer- 
tificates will be issued, (b) by entering into a lease of the equipment 
to be acquired, and (c) by endorsing on each of said certificates its 
unconditional guaranty, the certificates to be of the par value of 
$1,000 each, dated Nov. 15, to mature annually in 15 installments, 
Nov. 15, 1944, to Nov. 15, 1958, inclusive, each in the aggregate par 
amount of $135,000, certificates to bear such rate of dividend, to be 
expressed in some multiple of one-eighth of one per cent, but not to 
exceed 3 per cent a year, payable semi-annually, as shall be named by 
the successful bidder and accepted by the applicant, and all bids to be 
at not less than 99 per cent of the aggregate par value of the certifi- 
cates. The application says the company has determined to acquire 
possession and use and ultimate ownership of 15 freight locomotives, 
at an estimated cost of $2,608,543.95, the balance of the cost above the 
amount of the certificates to be supplied from moneys available in the 
applicant’s treasury. 

MC F-2324, amended. Reliable Transfer Co., Inc., of Augusta, Ga., 
asks authority to purchase certain operating rights of W. R. Dobson, 
Jr., Truck Line, also of Augusta, and that W. R. Dobson, Jr., be au- 
thorized to acquire control of Reliable Transfer Co., Inc. 

Finance No. 14376, Wabash Railroad Co. asks authority to issue in: 
the aggregate not exceeding $230,303.66, principal amount, of its notes, 
maturing in monthly installments and bearing interest at the rate of 
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1.6 per cent a year for the amount of the principal purchase prig | 
rental remaining unpaid under contracts entered into for the pure, True 
of five diesel switching locomotives, in order to remove any pogg | 


doubt that the indebtedness is ‘‘borrowed capital’’ under the proyig 
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of the excess profits tax law. ‘ e 
MC F-2343, Carolina Transportation Co., of Raleigh, N. C,, gm an 28? 
authority to purchase certain operating rights and property of R y between 
Barbour, dba Barbour’s Motor Express, of Fuquay Springs, y, League, 
and temporarily to operate. mittees 
—_ has just 

e es | 

Cc. & N. W. Motor Application te inte 
Examiner T. M. Hanrahan and Joint Board No. 162 hem committ 

a hearing at Chicago, October 25 and 26, in MC 42614, Sub, wil A. T. A- 
Chicago and North Western, extension, involving the railroagim of the ‘ 
application to extend by approximately 617 miles its authorym Freight 
to operate as a motor common carrier, so as to serve betwoxm A. T. y 
Chicago and De Kalb, Ill.; Fond du Lac, Wis., and Escanahi™ Commit 
Mich., and other points in Illinois, Michigan, and Wisconsi™ Atlantic 
Representatives of the Milwaukee Road and Soo Line appeangj Alt 


in support of, and representatives of a number of motor conf power t 
mon carriers in opposition to, the application. The joint bogym is that, 
consisted of R. H. Barkell, Michigan Public Service Commis accepte 
sion; Louis Leben, Illinois Department of Public Works anim ganizat 
Buildings, and R. W. Peterson, Wisconsin Public Service Comm of its r 
mission. plete a 

George W. Hand, assistant to chief operating officer, truck S 
and N. W., chief witness for applicant, testified that, in effeqi nationa 
the railroad sought in the application substantially to contingm by the 
present coordinated rail-truck service on routes paralleling th A. T- f 
railroad lines between the points involved. At present, he saiji persuac 
the F. Landon Cartage Company, a motor common carrie it Is 1 
operated almost entirely between the points involved, in trang agreei 
portation of less truckload shipments moving in part via thy bureau 
C. and N. W. If the application were granted, he continueji™ confusi 
the railroad would have complete control over the truck portiq(™ trucke: 
of the hauls, through leases of Landon company equipment, ang agreen 
would increase the efficiency of the coordinated movements now & 
Witnesses for several shippers, testifying in support of thy there : 
application, said they used the Landon Cartage-C. and N, Wm the ra 


service and found it satisfactory. that m 

Zachary Ford, Keeshin Motor Express; Earl Girard, Auronjg action: 
Transfer Company and others; Glen W. Stephens, Wisconsnj™ orders 
Motor Carriers Association, and other truck representativagg of rat 


cross-examined the witnesses in attempts to show that, if th time t 
application were granted, the rail-truck service would not kg of int 
more efficient than at present; that other motor carriers proj Shoul 
vided ample facilities to transport the shippers’ less truckloaig§ burea' 
shipments to and from C. and N. W. stations; that the shippenjm docke 
used the Landon Cartage-C. and N. W. service because theyg™ and it 
thereby obtained lower rates, especially on shipments of sj  T 
than 100 pounds, than they could obtain by using services df is bro 
other motor carriers. proces 
Calling Mr. Hand’s attention to the fact that the O. D. 1, heari 
in order to prevent “uneconomical” light-loading of freight{§ peal | 
cars, had ordered the railroads to discontinue use of way-freight 
trains and to turn over less-carload freight to independenti confe: 
truck lines, Mr. Ford asked the witness whether or not tg &xpec 
railroad “would go back to the old way” after the war, “regard meeti 
less of public benefit under the O. D. T. rules.” Mr. Hand said make 
that, if the public would benefit by post-war continuation d 
such arrangement, the railroad would seek additional motor 
operating authority in order to provide such service. He deniel " 
that the company would establish joint rates with existit®® retyr 
motor carriers covering such truck-rail traffic, saying that i 148, | 
the railroad did so, the truckers would get more income ff0M§ orde; 
divisions of revenues than their services warranted, and th to sh 
railroad would lose money. He said the company could pl0§ not ; 
vide more economical service, by operating its own truck line peric 
than by establishing joint Service with other truck lines. peric 
admitted the railroad had “never tried to use the independetl in fr 
motor carrier services.” He said that, even though there might ceed 
be an abundance of motor carrier service at the points involved Wor: 
the railroad had “some right to operate trucks interstate, # 


short distances.” shov 
Witnesses for several trucking companies took the stani 
to testify that their companies could arrange with the rai 
to put in more operating schedules at the various points thal 
were or would be provided by Landon Cartage. 23, 
Seen eee ritol 
HOBOKEN REORGANIZATION sion 


Forrest S. Smith, of Shrewsbury, N. J., has filed a petitiong Mot 
with the Commission for ratification of his appointment %§ tiny 
trustee of the debtor’s property in Finance No. 14291, Hobokea pres 
Manufacturers Railroad Co. Reorganization. His appointmeth® rule 
said the petition, had been ordered by the federal court for the Sec 
New Jersey district on Oct. 11. By another petition in the inst 
proceeding, Forrest S. Smith has asked the Commission, I bet 
his appointments as trustee was ratified, to fix the maximuD§ rail 
limit of his compensation as trustee of the debtor’s property: 


WwW 
" October 30, 1943 
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 Pudall Track Rate-Making Procedure 

DOSsi} 
Provisi Standardization of procedure of truck rate bureaus under 
.¢ c an agreement similar to that entered into some years ago 
; of R ae between the railroads and the National Industrial Traffic 
gs, N cam League, is expected to result from conferences of two subcom- 


mittees which will begin shortly. One of the subcommittees 
has just been appointed by the national traffic committee of 
the American Trucking Associations, and-the other will be 
appointed shortly by R. V. Craig, chairman of the league’s 
committee to cooperate with the transportation executives. The 
A. T. A. subcommittee consists of Charles L. Lawson, chairman 
of the standing rate committee of the Central States Motor 
Freight Bureau; Carl Jackson, assistant general manager, 
A. T. A., and secretary of the National Truck Classification 
Committee, and Dabney T. Waring, general manager, Middle 
Atlantic States Motor Carrier Conference. 

Although neither of the subcommittees will have more than 
power to recommend a code of procedure, the feeling generally 
is that, if they are able to arrive at an agreement, it will be 
accepted by their respective parent committees and their or- 
ganizations. Approval by the league committee and acceptance 
of its recommendations by the league membership would com- 
plete action so far as that organization is concerned. On the 
truck side, however, an agreement acceptable to the A. T. A.’s 
® national traffic committee would have to be ratified individually 
by the rate bureaus, some of which have no affiliation with 
A. T. A. Truck rate men, however, anticipate no difficulty in 
persuading all the bureaus to accept a uniform agreement if 
it is reasonably comparable to the existing railroad-league 
agreement. They point out that the wide variation in present 
bureau procedure among the multiplicity of truck bureaus is 














‘ontinuej™ confusing, not only to shippers, but not infrequently to the 
k porting truckers and their rate men. In addition, in the absence of an 
nent, anim agreement limiting items to be docketed, truck rate bureaus 
ovement now generally docket all proposals even those against which 
rt of thug there could obviously be no objections. It is pointed out that 
nd N. Wim the railroad-league agreement specifies the types of proposals 
that must be docketed. Excepted are such more or less routine 
d, Auron—™ actions as revisions made in accordance with Commission 
Wisconsn™ orders; corrections of typographical errors in tariffs; additions 
entativa™ of rates to new points—particularly numerous at the present 
at, if tei time because of new military posts and camps—and schedules 
id not kim of intermediate rates filed to clear fourth section violations. 
riers pm Should a similar agreement make it possible for the truck 
truckloai™ bureaus to handle such matters in a routine manner, without 
: shippen—™ docketing, a considerable saving in the time of the committees 
‘use they# and in the expense involved would result: 
's of les— The scope of matters to be considered in the conferences 
rvices of is broad enough to include all matters of truck rate committee 


procedure, including preparation and publication of dockets; 
hearing procedure; methods of disposition notification, and ap- 
peal procedure. 

According to Mr. Craig, efforts will be made to begin 
conferences as soon as possible. He said, however, he did not 
expect the matter to reach a stage, before the league’s annual 
meeting in Chicago November 18, to permit his committee to 
make anything more than a progress report. 
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FREIGHT RATE INCREASE REMOVAL 


The Public Service Commission of Missouri has filed a 
return to the Commission’s order of Oct. 7 in Ex Parte No. 
148, Increased Railway Rates, Fares and Charges, 1942, which 
order asked railroads and all other parties to the proceeding 
to show cause on or before Oct. 30 why the Commission should 
not modify its previous orders by extending for a further 
Period of six months, or until July 1, 1944, the suspension 
dent Period specified in its order of April 6 by which the increases 
epend In freight rates and charges previously authorized in this pro- 
re might ® ceeding were suspended from May 15 until Jan. 1 (see Traffic 
involvet,§ World, Oct. 16, p. 913). 

‘state, at e Missouri commission said that “no cause can be 
no shown by this party” why the orders should not be modified. 
es iiace tai caine $0 


railroad 


nts than MOTOR CARRIER RATES 


By orders of the Commission, division 3, in Ex Parte MC- 
23, Midwestern Motor Carrier Rates, and MC-21, Central Ter- 
ritory Motor Carrier Rates, and by an order of the Commis- 
Sion, division 2, in Ex Parte MC-20, Trunk Line Territory 
‘cena we Carrier Rates, these proceedings have been discon- 
Hobola Inued, effective Nov. 1, and the orders previously entered 
ntl Prescribing minimum rates and charges and classifications, 
in Tules, and regulations have been vacated. In the Commission’s 


| petition 


. for section of Complaints, it was said that the proceedings were 
aioe {fh paututed at a time when rates were being cut in competition 


me een motor carriers, and between motor carriers and the 
ailroads, but that, as the trend was now in the direction of 


1aximun 
oroperty: 
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increased rates “good cause” appeared for discontinuing the 
proceedings. 

By an order in Ex Parte MC-22, New England Motor Car- 
rier Rates, the proceeding has been discontinued by the Com- 
mission, division 2, effective Nov. 1, respecting all issues there- 
in except those relating to class rates, classifications, and 
rules, regulations, and practices relating to the transportation 
of shipments of freight at class rates. All orders heretofore 
entered in the proceeding prescribing minimum rates and 
charges and classifications, rules, and regulations have been 
vacated. It was explained that this portion of the proceeding 
had been reopened on petition of the’carriers and that the 
class rate investigation would be continued. 


0. P. A. Coal Rates 


; The Office of Price Administration has announced max- 
imum rates for the transportation of coal in barges from New 
York to Eastport, Me., effective Nov. 1: The rates, based on 
weight of cargo in net tons of barge, are as follows: 700 tons 
or less, $4.90 a ton; over 700 but not over 1,200 tons, $4.75; 
over 1,200 but not over 1,800, $4.50; over 1,800 but not over 
2,600, $4.25; over 2,600, $4.15. The rates are contained in 
amendment No. 41 to revised supplementary regulation No. 14 
to the general maximum price regulation. The O. P. A. said 
ie — did not affect prices of such coal to consumers, and 
added: 


Ceilings already were established for barged shipments of coal from 
New York to various New England points. Bar Harbor, Me., was the 
most distant point covered previous to today’s action. It has now be- 
come necessary to move some coal by barge to Eastport, which is 75 
miles beyond Bar Harbor. 

The regulation has provided that the maximum rate to any destina- 
tion not specifically mentioned shall be the rate shown for the closest 
destination listed in the rate schedule. The Bar Harbor rate has been 
shown to be inadequate for Eastport, and the Office of Defense Trans- 
portation and War Shipping Administration have agreed that 90 cents 
a ton represents a proper differential between Bar Harbor and Eastport 
in view of the distance and the operating conditions. 

Accordingly, the amendment adds Eastport to the list of specified 
destinations and establishes maximum rates 90 cents a ton above the 
Bar Harbor rates. 


Joint Forwarder-Motor Rates 


Without having held hearings on the measure, the House 
committee on interstate and foreign commerce late Oct. 27 
favorably reported to the House H. R. 3366 with an amend- 
ment providing for an 18-month extension instead of a two- 
year extension from Nov. 16, 1943, of the time within which 
freight forwarders and motor common carriers may operate 
under joint rates and charges pending establishment of as- 
sembling and distribution rates. Early action on the bill in 
the House was planned. 

As introduced the bill provided for substitution, in section 
409 of the interstate commerce act, of the words “forty-two 
months” for “eighteen months” (see Traffic World, Oct. 2, 
p. 773). The amendment changed the “forty-two months” 
- “thirty-six months,” the effect of the change being as stated 
above. 


The Senate interstate commerce committee scheduled a 
hearing Nov. 1 on S. 1425, the companion bill in the Senate. 

The House committee said the bill was approved by the 
Office of Defense Transportation, the Commission and the War 
Department. In its report it said: 


It was contemplated at the time of the enactment of part IV of 
the interstate commerce act that ‘‘assembling and distribution rates,’’ 
to be established under section 408 of the act would be made available 
to freight forwarders and common carriers by motor vehicle and that 
with such rates available it would not be necessary for freight for- 
warders and common carriers by motor vehicle to operate under joint 
rates for a period extending beyond the 18 months’ period provided 
under section 409. 

Very few assembling and distribution rates have been established 
under section 409. The primary reason that the provisions relating to 
assembling and distribution rates have not worked out as had been 
contemplated is because of conditions arising as a result of the war. 
Traffic has been heavy for all types of carriers, problems of equip- 
ment and manpower have demanded the attention of the carriers, and 
operating and other costs have been high. There has, therefore, been 
little incentive for motor carriers to establish assembling and distribu- 
tion rates. Furthermore, the task of establishing such rates presents 
formidable technical and mechanical difficulties, requiring experienced 
and competent personnel at a time when the trained personnel of the 
earriers has been fully occupied with other problems. It seems un- 
likely that such conditions will materially improve during the war 
period. 

If section 409 were permitted to lapse on November 16, 1943, the 
motor carriers handling forwarder traffic would be required, in the 
absence of assembling and distribution rates, to assess full local rates 
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in the gathering and distribution of forwarder freight. Estimates 
place the amount of such traffic which receives a motor haul at one or 
_ both ends of the consolidated rail movement at from 50 to 60 per cent 
of the total forwarder traffic. The freight forwarders brought forth 
much testimony in the hearings which were held before this committee 
on forwarder legislation leading to the enactment of part IV, to the 
effect that they cannot afford to pay the full local rates of the motor 
carriers and continue their business on the scale and to the degree 
that it is now conducted. The smaller towns and communities would 
be the first to suffer a loss of forwarder servie, but inevitably the 
cutting off of the off-line tonnage would cause a slowing down of 
other service movements and generally impair the efficiency and scope 
of the business of freight forwarders. 

If the tonnage were not handled in forwarder service it would be 
diverted to other channels of transportation, which are already over- 
loaded. The director of the Office of Defense Transportation advises 
that in his opinion the discontinuation of joint rates on November 16, 
1943, would cause an immediate shift of a substantial amount of 
merchandise traffic from the motor carriers to the railroads, and that 
the present capacities of the railroads and the motor carriers for 
various kinds of cargo are such, relatively speaking, that any decrease 
in the proportion of merchandise traffic now being handled by the 
motor carriers would be unfortunate. 

Section 2 of the bill amends section 409 (a) (4) of the interstate 
commerce act. That section related to the time within which new 
or additional joint rates could be established under authority of section 
409, and to the making of changes in joint rates which had been 
established. The amendment changes section 409 (a) (4) so as to pro- 
vide that no new or additional joint rate or charge may be established 
from any point of origin to any point of destination on any particular 
commodity or class of traffic, unless at least one rate or charge from 
the same point of origin to the same point of destination, established 
by an individual freight forwarder or by a freight forwarder jointly 
with a common carrier by motor vehicle is already in effect. 

By the use of the words ‘‘an individual freight forwarder’’ in the 
amendment it is clear that if a rate is in effect from any point of origin 
to any destination, whether such rate is an individual freight for- 
warder rate or a joint freight-forwarder-motor-carrier rate, then a joint 
rate may be established by any freight forwarder from the same point 
of oigin to the same destination, for the corresponding commodity or 
class of traffic. 

The language of this amendment follows almost identically sugges- 
tions of the Interstate Commerce Commission, and in commenting 
upon this portion of the bill the Commission states: 

“This would permit the establishment of joint rates from any 
origin to any destination where any individual freight forwarder rate 
or a joint rate is in effect.’’ 

The purpose of this provision is to open up the joint rate authority 
to freight forwarders who have heretofore been unable to obtain joint 
rates under part IV of the act. 


FREIGHT FORWARDER ACTION 


By a permit and order in FF-77, Mutual Distributing, Inc., 
Freight Forwarder Application, the Commission, division 4, 
has authorized the applicant to operate as a freight forwarder 
of commodities generally between points in Indiana, Illinois, 
Minnesota, and North Dakota, the permit to take effect from 
and after Dec. 27. 


ASSOCIATED SHIPPERS FORWARDER RIGHTS 


By an amended certificate and order in FF-142, Associated 
Shippers Carloading, Inc., Freight Forwarder Application, the 
Commission, division 4, has added points in Connecticut, New 
Jersey and Pennsylvania as origin points, to the authority 
granted for New York only in the original order and certifi- 
cate. The order set aside the permit and order of Aug. 16, 
and provided that the amended permit and order take effect 
Dec. 22. The order also denied that portion of the application 
which sought authority to operate from points in New York 
other than New York, N. Y., and to points other than the 
counties in Illinois and Indiana as set forth in the order. 

The amended authority is for operations as a freight 
forwarder in the transportation of commodities generally 
from New York, N. Y., and points in Connecticut, New Jersey, 
and Pennsylvania, to points in Cook, Kane, Will, Lake, and 
DuPage counties, Ill., and Lake county, Ind. 


FORWARDING FOR EXPORT 


Identical petitions have been filed by the applicants in 
FF-2, Pitt & Scott Corporation Application, and FF-122, Car- 
loader Corporation Application, asking that if and when a per- 
mit is issued to conduct forwarding operations with respect to 
export freight, the authority be made to embrace all south 
Atlantic, Gulf, and Pacific coast ports. 

The petitions said that the particular type of forwarding 
activity presently conducted by the respective applicants with 
respect to export traffic might be said to be an outgrowth of 
the war, consisting of the assembly at New York of smaller 
shipments normally exported out of New York, but now forced 
to seek outlets through ports other than New York. At the 
time of the hearings, the petitions said, the principal outlet for 
that segment of export traffic handled by the petitioners was 
New Orleans, but that it had been pointed out that the ports 
of exit were “shifted” from time to time and for that reason 
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operating authority should embrace the Florida ports and p, 
cific coast ports, in addition to New Orleans. 
At that time, the petitions said, there had been no e 


tion or thought of exportation through the ports of Say, (Desig 
Ga., or Charleston, S. C., and no mention had been made gm ”.* in 
those ports. However, it was said, definite plans were being = Dai 
laid for the exportation of a substantial amount of fre; 
through Savannah and Charleston, and perhaps other gout} In 1. 
Atlantic ports,and that this was “a definite possibility.” Oct. 25 u 
To the petition of Carloader Corporation there were at MM forth in 
tached, “without disclosing correspondents’ identity,” copies g oC. . 
inquiries made of the company concerning the possibility ¢& tariff 1. C 
obtaining service through Savannah. tariff I. 
seaellintpetenstatantensionpenaneseon ’s tal 
FORWARDER CASES REOPENED ales 


Because it recently reversed the findings of division j ground 
denying forwarder rights in FF-29, Pan-Atlantic Carloadingim carloads, 
Dispatch Service, Inc., on the ground that interruption in thei southwes 
use of coastwise vessels in forwarding service due to the warm line and 
was a circumstance beyond the control of Pan-Atlantic (ge In I 
Traffic World, Oct. 16, p. 903), the Commission has reopened (ct. 23 | 
the following forwarder application proceedings: lished in 

FF-25, John W. Williams, doing business as Atlantic ¢9 Middlew 
Gulf Forwarding Co. Freight Forwarder Application; FF-109 § The sust 
Corpus Christi Distributing Service, Inc., Freight Forwarder § tising a! 
Application; FF-103, R. E. Shutt Freight Forwarder Applica. — minimur 


tion; and FF-123, Mutual Transit Corporation Freight For. § St. Jose} 
warder Application. 

It was explained in the Commission’s Bureau of Water 
Carriers and Freight Forwarders that authority had beep Jack 
denied these applicants because, while they were ready and 
willing to continue operations, they were not able to do s APE 


due to the suspension of coastwise vessel service, and thai tract Ca 
in the light of the Pan-Atlantic decision, it was felt that these poh i 
proceedings should be reopened. menue 
In each case the order reopened the proceeding for recon- pdr 
sideration, and set aside the prior order denying the applica poo 
tion. 
ton, Te? 
Baton F 
New O: 
east. th 
p. 833). 
Gel 
to poin 


oO. P. A. TERMINAL TARIFF CHANGE 


“Wharfingers and terminal operators in the states of Wash- 
ington and Oregon may charge the present official terminal 
tariffs for their services instead of March 1942 rates anda 
20 per cent surcharge put into effect in that base month,” 
the Office of Price Administration announced Oct. 25, adding: § authori 


This change, which will conform the schedules to trade practices, sippi R 
has been requested by the industry. It will result in no increase, on barr 
the average, in the cost of these services / which include handling, load- to serv 
ing, unloading, wharfage and other terminal services. Gulf In 

Under the General Maximum Price Regulation the charges were BFla., a: 
frozen at March, 1942, levels. Subsequent to that month a 20 per cent § Marks; 
surcharge temporarily in effect in March was superseded by specific and in 
commodity increases in the official terminal tariffs. Some rates in the In 
new tariffs were increased more than 20 per cent while others were §. : 
increased in lesser amounts, the general result being a readjustment ity to. 
yielding a return to the wharfingers and operators approximately the to the 
same as under the surcharge arrangement. An examination of all the transp¢ 
individual rates which were increased more than 20 per cent in the J to whi 
official tariffs shows that the increases are not sufficient to affect the § conside 
prices of the commodities to which they apply. Applic: 

Today’s action is contained in Amendment No. 40 to Revised Sup effect,’ 
plementary Regulation No. 14 to the General Maximum Price Regula transp 
tion, effective November 1, 1943. } jects 

’ 


FREIGHT PAYMENTS FOR NORTHWEST APPLES J jin ce 


A schedule of payments designed to help equalize freight | father 
rates on apples shipped from Washington, Oregon and Wester 
Idaho into specified areas within the central and eastern states } tho ty, 
was issued Oct. 23 by the War Food Administration (see Traffic 


as W 
World, Oct. 23). pe ig 

The payments—to be made to elgible shippers for the minins 
benefit of whoever pays the freight charges—range from 19% | “gran 


to 49 cents a box on standard wrapped apples and from 39 to T 
98 cents a hundredweight on apples shipped in bulk, 1008 | that « 
packed, or non-standard wrapped. Payments will be made 0M Jasa ¢ 
all claims made for elibigle shipments arriving at destinations also j 
within Zones I or II on or after October 17, 1943, through July |the p 
31, 1944. : contre 
Zones recently established by the Office of Price Adminis |the re 
tration under Maximum Price Regulation 426 Amendment 9 |sary | 
will be used in determining the amount of payments made. |to rer 
Under this zoning plan, payments will be made by the W. F. A. jof the 
on shipments from Zone VI (Washington, Oregon and Wester? /conne 
Idaho) to Zones I and II (central and eastern states). to au 
9 
CHANGE IN DOCKET coast 

Hearing Finance 14137, October 27, Brooklyn, N. Y., canceled and the v 


reassigned November 17, Hotel St. George, Brooklyn, N. Y., Examiner to thi 
Schutrumpf. i 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
wles not reproduced here Details of such orders are published in 
the Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5261, the Commission has suspended from 
Oct. 25 until May 25 the operation of certain schedules as set 
forth in supplement No. 17 to Agent W. S. Curlett’s tariff 
1 ¢. C. No. A-786, supplement No. 50 to Agent B. T. Jones’ 
tariff I. C. C. No. 3635, supplement No. 23 to Agent L. E. Kipp’s 
tariff I. C. C. No. A-3441, supplement No. 6 to Agent J. R. 
Peel’s tariff I. C. C. No. 3584 and other tariffs. The suspended 
ghedules propose to increase the rates on mica schist, dry- 
ground or screened, including unground mica screenings,, in 
carloads, between the south and official, western trunk-line and 
southwestern territories, also between points in western trunk- 
line and southwestern territories. 

In I. and S. M-2321, the Commission has suspended from 
Oct. 23 until May 23 the operation of certain schedules as pub- 
lished in supplement No. 12 to tariff MF-I. C. C. No. 28 of the 
Middlewest Motor Freight Bureau, Agent, Kansas City, Mo. 
The suspended schedules propose to increase the rate on adver- 
ting and printed matter from 52 to 57 cents per 100 pounds, 
minimum 20,000 pounds, from Chicago, Ill., to Kansas City and 
St. Joseph, Mo., and in the reverse direction. 





Jackson-Hope Towing Rights 


Applicant in W-461, Jackson-Hope Towing Co., Inc., Con- 
tract Carrier Application, has filed 15 exceptions to the proposed 
report of Examiner John A. Russell. Examiner Russell recom- 
mended that the applicant be found entitled to continue opera- 
tims as a common carrier by towing vessels in the perform- 
ance of general towage to and from points on the Gulf Intra- 
coastal Waterway system between Pensacola, Fla., and Galves- 
ton, Tex., and on the Mississippi River between New Orleans and 
Baton Rouge, La., except that transportation performed west of 
New Orleans be restricted to through towage between points 
east thereof and points in Texas (see Traffic World, Oct. 9, 
p. 833). The applicant also asked for oral argument. 

Generally, the exceptions are to the authority granted, as 
to points between New Orleans, and Texas; and denial of 
authority as to service on the White River, and on the Missis- 
sippi River beyond Baton Rouge; as to service on the Mobile, 

bama, Warrior, Black Warrior and Tombigbee Rivers; as 
to service east of Pensacola; as to service on that part of the 
Guif Intracoastal waterway between Pensacola and St. Marks, 
Fla, as to points on the Gulf of Mexico east and south of St. 
Marks; and as to the Atlantic Intracoastal waterway south of 
and including Norfolk, Va. 

In addition to exceptions taken to the omission of author- 
ity to serve the aforementioned points, the applicant excepted 
to the proposed finding, “by implication,” that its exempt 
transportation performed outside of or beyond the territory 
to which its subject transportation extended, should not be 
considered in considering the territorial scope of its operations. 
Applicant also took exception to the proposed finding, “in 
effect,” that “transportation by a common carrier of such 
transportation as is by Ex Parte 147, Towing of Floating Ob- 
ects, exempt as to contract carriers is exempt as to such 
common carrier and is not to be considered in determining 
the scope of such common carrier’s operations under the ‘grand- 
father clause’ of the act.” 


The same exception was taken to the proposed finding that 
the transportation by a common carrier of such transportation 
a& Was exempted by Ex Parte 146, Oil Field Equipment, Marsh- 
lands, Louisiana, and Texas, was not to be considered in deter- 
mining the scope of the common carrier’s operations under the 
grandfather” clause. 

The applicant also objected to the statement in the report 
that “applicant still claims that it has performed certain service 
4 @ contract carrier, but it now recognizes that it has operated 

in the performance of towage as a common carrier;” to 
the proposed finding that its application for a permit as a 
contract carrier must be denied; to the proposed finding that 
the removal of exemption under section 303(g)(2) was neces- 
sary to carry out the transportation policy and the proposal 

Temove such exemption as to applicant; and to the failure 
of the Certificate proposed to be issued to include waterways 
Connecting with the Gulf Intracoastal Waterway system, so as 
to authorize service to such ports as Mobile, Ala., and Slidel, 
» Which “may not technically be located on the Gulf Intra- 
toastal waterway,” and the failure of the certificate to include 
the waterway across the state of Florida from Fort Meyers 
fo the Atlantic Intracoastal waterway. 

Mississippi Valley Barge Line Co.; River Terminals Cor- 
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poration; Coast Transportation Co., Inc.; and Coyle Lines, pro- 
testants, have filed joint exceptions to the examiner’s proposed 
report in W-461, and have asked the Commission to find that 
the operations of the applicant had been and were exempt from 
regulation, and that the application should be dismissed. 

The operations of Jackson-Hope were not and had not been 
those of a common carrier by water, said the protestants, and 
that the examiner should have found that applicant’s operations 
over the Mississippi River between New Orleans and Baton 
Rouge, and over the Gulf Intracoastal waterway between Pensa- 
cola and New Orleans, on the one hand, and between points 
east of New Orleans were exempt from regulation under part 
III of the interstate commerce act, or by reason of prior orders 
of the Commission. 


MOTOR CARGO, INC., APPLICATION 


Wisconsin Motor Carriers’ Association Common Carrier 
Division, and Gateway City Transfer Co., Inc., protestants, have 
filed with the Commission, in MC 74721, Motor Cargo, Inc., 
Common Carrier Application, a motion to strike from the brief 
of the applicant the paragraph entitled “3.2 Tariffs” on page 
29 of volume 1 of the brief (see Traffic World, Oct. 16, p. 921). 

In that proceeding, the Commission, division 5, found the 
applicant entitled to continue operations as a common carrier 
of general commodities, with exceptions, between points in 
Pennsylvania, Ohio, Indiana, Illinois, Iowa, Wisconsin, Minne- 
sota, and North Dakota, over specified routes. 

The instant motion says that the statement of facts in the 
paragraph objected to is erroneous and incorrect. It says that 
Agent F. P. Willett’s Tariff MF-I. C. C. No. 4, therein referred 
to, does not permit the application of rates published therein 
from or to any points in Illinois, including Chicago, and par- 
ticularly that it does not provide rates on traffic from Chicago 
to points north and west thereof, and that applicant alleged that 
it provided rates over its claimed routes between points in IIli- 
nois and points in Wisconsin, Iowa, and Minnesota. 

The tariff had been, through its life, considered by the 
publishers, the carriers, and the shippers as a tariff actually 
providing class rates between stations in Central Freight Asso- 
ciation territory east of the Illinois-Indiana state line and states 
in Western Trunk Line territory, the protestants said. 


Mineral Wool, Mo.. to Official 


Saying that the decision of the Commission, division 2, in 
I. and S. No. 5220, Mineral Wool, Missouri to Official Territory 
was likely to lead to an end sometimes described by lawyers 
as “bad cases make bad law,” George J. Burke, acting price 
administrator, has filed a petition for reconsideration. In the 
proceeding the division found just and reasonable proposed in- 
creased rail rates on mineral wool insulating material, in car- 
loads, from Easley and Joplin, Mo., to destinations in official 
classification territory, and vacated the order of suspension 
(see Traffic World, Sept. 4, p. 509). 

The administrator said that the facts in the case were not 
“appealing from peacetime viewpoints of transportation spe- 
cialists,” and that, as a matter of fact, in peacetimes the pro- 
posed rates probably would not have been protested nor sus- 
pended. The “badness” of the facts from peacetime viewpoints 
and the weakness of respondents’ evidence had certain values, 
said he, in that they tended to clarify the way fora determina- 
tion of the extent to which the Commission would be “infliu- 
enced by wartime conditions to mold its decisions consistently 
with war programs.” While, he said, the case was of minor 
significance in itself, the general principle was of utmost im- 
portance, and requested that the Commission reconsider the 
case from “this point of view.” He continued: 


On the other hand, if the Commission does not choose to recon- 
sider the point of view expressed by division 2 in relation to the 
inflationary aspect of the carriers’ proposal, then protestant further 
requests that the matter be reconsidered for the reason that division 2 
has been too lenient in relieving the carriers of their burden of proving 
that the proposed level of rates is reasonable. If the Commission does 
not wish to follow the policy of the stabilization act, then protestant 
respectfully submits that the Commission at least should cooperate by 
requiring strict proof of compliance with the requirements of the in- 
terstate commerce act. In this respect, the report of division 2 is 
deficient because it assumed, without justification, that the proposed 
rates are reasonable, and refused to comply with the mandate of sec- 
tion 15a(2) in its consideration of the reasonableness of such rates. 


The division, said the administrator, had failed to follow 
the requirements of section 15a(2), and said that in the period 
from the enactment of that section in 1933 until the present 
war emergency, the division would have been justified in its 
rejection of the contention of the administrator that the pro- 
posed increases should be denied unless the rail carriers were 
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able to show the need for added revenue. In that period, he 
said, the railroads were chronically in need of revenues and 
the problem of too much revenue was “a dead issue.” How- 
ever, said he, the war had changed this situation almost com- 
pletely and pointed out that the Commission had found in In- 
creased Railway Rates, Fares, and Charges, 1942, 255 I. C. C. 
357, that the railroads did not need the added revenues from 
the general increases previously granted. Apparently, however, 
he continued, “the Commission has not closed the door to 
added revenues through increases applicable to particular ques- 
tions, and question is raised whether the matter of need for 
— is still a dead issue under present conditions. He 
added: 


The potentialities of the situation are readily seen. While the 
railroad rate structure is built around classification ratings, commodity 
rates and other exception ratings to the various classifications are, as 
the Commission well knows, extremely numerous, and the rate struc- 
ture as a whole is just and reasonable only because of the many ‘‘out- 
of-line’’ rates. The present wartime conditions offer a perfect oppor- 
tunity to the railroads to revise all of these rates upward, because 
competitive conditions in all industries, and particularly the transpor- 
tation industry, have relieved the pressures which normally would 
keep these commodity rates and exception ratings at a low level. 
Therefore, if the Commission is to allow the railroads to increase 
individual rates without consideration of revenue needs, to say nothing 
of requiring no more than the consent of the shipper, the accumula- 
tion of a number of such increases will result not only in considerably 
increased revenues but in unreasonably high rate of return to the 
railroads. Such a tendency is inflationary, because inflation comes from 
a multitude of small individual price increases, rather than from large 
and important increases which are readily apparent. 


The administrator said that the wartime stabilization pro- 
gram was based on the principle that inflation was prevented 
by preventing every price increase, however small, unless neces- 
sary to aid in the effective prosecution of the war or to correct 
gross inequities, and that the decision of division 2 did not 
follow that principle. He compared the “policy of the Commis- 
sion” with the “actual wartime stabilization policy of Con- 
gress,” as stated by the United States emergency court of ap- 
peals in United States Gypsum Co. vs. Brown (E. C. A. No. 
23, decided August 5), quoting from the report of division 2 in 
the instant proceeding to the effect that the effect of the in- 
crease on prices would be “so slight, an average of less than 
40 cents a ton,” as to be negligible, and from the decision of 
the court to the effect that it could see no merit in the con- 
tention that the tax involved in that case was fairly small in 
amount and that its impact would, in most cases, place no 
undue burden on the person required to absorb it. 

From the suggested comparison, said the administrator, 
the difference between the policy of the Commission and that 
of Congress was apparent. Congress had intended that no in- 
crease, however slight, be passed from one person to another 
unless necessary to the prosecution of the war or to correct a 
gross inequity. On the other hand, said he, “the Commission 
evidently has adopted an anti-inflation policy which will allow 
sellers of transportation to make unnecessary increases of rates 
where the person bearing the increase is able to absorb the 
amount. The two policies are entirely different and are an- 
tagonistic.” He said that, while the stabilization act of Oct. 2, 
1942, did not expressly require the Commission to follow its 
policy, the legislative history showed that Congress considered 
that “the Commission should at least consider itself morally 


obligated to follow this policy with respect to rate increase 
cases.” 


PERE MARQUETTE FERRY SERVICE 


Wisconsin & Michigan Steamship Co. has filed exceptions 
to the proposed report of Examiner John Davey in W-887, Pere 
Marquette Railway Co. Common Carrier Application, in which 
the examiner recommended finding Pere Marquette a common 
carrier and that public convenience and necessity required 
operation by applicant as a common carrier by self-propelled 
vessels in the transportation of passengers, baggage, and ve- 
hicles, loaded and empty, between the ports of Ludington, 
Mich., and Milwaukee, Manitowoc, and Kewaunee, Wis. The 
Pere Marquette had asked that it be found exempt from regu- 
lation under sections 303(f) and 303(g), and because of the 
difficulty of making accurate accounting reports to the Com- 
mission under separate parts of the interstate commerce act 
(see Traffic World, Oct. 9, p. 833). 

The protestant steamship company directed its objections 
mainly to the handling of automobiles without license plates 
attached, and without being accompanied by drivers from Lud- 
ington, Mich., to Milwaukee, Manitowoc, and Kewaunee, Wis., 
saying that Pere Marquette had never handled such traffic. It 
had handled a few such cars from Milwaukee on the west bank 
of Lake Michigan to Ludington, an east bank port served by 
it, said the protestant. 
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It said it objected only to that portion of the applicati™ p, C., in 
seeking authority to transport passenger automobiles, y tioned h 
trucks, etc., without license plates or drivers, from Ludingtyim be agre' 
Mich., to west bank ports. The only factory from which qm tively T* 
applicant had handled new automobiles was the Nash Moti subject 
plant at Kenosha, Wis., moving eastbound from Milwaukee; ev 
Ludington for distributors in adjacent Michigan territory, i the cart 
said. The protestant said it was absolutely dependent for opemim the tent 
tion the year round on revenue from new cars and said ty In | 
examiner’s report treated this phase of the issue by light Commis 
finding that whatever adverse effect applicant’s operatigaim Co. VS: - 
would have on the protestant’s operations was too speculatiymm hearing 
and uncertain to support a finding which would deny the 
thority sought. 
e * The 
Federal Truck Application simestic 
Examiner T. M. Hanrahan held a hearing at Chicagy nessee, 
beginning October 27, in reopened MC 47389 and Sub. 1, Fe that th 
eral Truck Lines, Inc., Chicago, involving applications to ope. the apr 
ate as a motor common carrier of general commodities, unde on 


the grandfather clause and public convenience and necessity 
provisions of the act, between Chicago, Waukegan, and De In 



















Ill., on the one hand, and points in Indiana, Ohio, and Keni de 
tucky, including Indianapolis, Louisville, Dayton, O., ang Rockfis 
Columbus, O., on the other. Appearances in opposition to tm Clit 
applications were entered by representatives of several trugim "0" ' 
lines and railroads. mile fo 

James E. Wilson and John Burchmore, counsel for appli 1, 1942 
cant, said testimony would be offered by approximately a domme 28 
witnesses in support of their contentions that Federal and it a Ne 


predecessor operators had operated continuously between tly 
points involved since the grandfather date, June 1, 1935, anj 
that the public would benefit by continuation of the operation 
The hearing was expected to continue until the end of the week 
at which time it was to be recessed for further hearing ¢ 
Cincinnati. Philip Hertz, Chicago, president of Federal, testifiel 
that he had purchased the operating rights in 1941 from Russel 
Bailey, who had purchased the rights in 1940 from Fran 
Kranz and Cecilia Tomlinson, the original operators. He sail 
he believed the predecessor owners had operated continuous} 
since the grandfather date, though the Commission, by division 
5, held otherwise in its order of December 18, 1942, denyix 
the grandfather application. He said the company’s busines, 
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and the number of trucks owned and leased, had greatly ip “' 
creased since 1941. S. F. Hendricks, traffic manager, Cyclon th 2 
Fence Company, Waukegan, testified that his company hat dus 
used the services of Federal and its predecessors since 193 
and had continuously found such services to be desirable for 
his company. M. H. English, who acted as dispatcher for th D 
original operators, testified that in 1933, 1934 and 1935 thoel s., 
operators had complied with insurance and tax regulations #1 jap) 
up by the Commission and other governmental agencies, ami coiq ; 
had had full control over leased equipment. subsic 
Zachary Ford, Keeshin Motor Freight System; T. C. Burg pooji; 
neson, Huber Motor Transportation Company and others; Osta p, 57; 
Lindstrand, for the Pennsylvania Railroad and other railroads® arran 
and other protestants cross-examined the witnesses in attempli® of the 
to show that, had the operations been continuous, the witness in co 


would have been able—which they admittedly were not—t™ and r 
introduce various freight bills and other records supporting 7 





their testimony. of div 
Early in the hearing, Mr. Wilson moved that the applic ™ line : 
tions in MC 47389 and Sub. 1 be amended to exclude request that _ 
to operate between Chicago, Cleveland, Toledo, O., and Youngs™ sider: 
town, O. The examiner said the motion would be granted. a 
Said, 

pains 

PACIFIC COAST EXPORT RATES one, 

Because a committee representing the railroads, and a com that, 
mittee representing the involved government departments half the . 
reached a tentative agreement on the matters in issue, the Com the s 


mission, by an order in No. 29006, Export Rates to Pacific Coast 
Ports, has postponed hearing in the proceeding to a date helt 

after to be fixed. The hearing had been set for Nov. 2, at Wash 
ington, D. C., before Commissioner Johnson and Examiner C. W. 
Berry. and 





The: proceeding involved an investigation instituted by th Way: 
Commission, on request of the director of the Office of Defens§ of T 
Transportation, into the proposal of railroad carriers to estab The 
lish a charge of 5 cents a 100 pounds in addition to the line- way: 
freight rates applicable to Pacific coast ports for terminal ser State 
ice at these ports in connection with transcontinental export com) 
import traffic, and to revise the carriers’ rules governing stree 
absorption of these terminal and port charges (see TY ray 
World, Aug. 14, p. 374). th 

G. H. Muckley, of the Southern Pacific Co., Washingtonj§ @ de 


October 30, 1943 


pD. C., informed the Commission that the committees aforemen- 
tioned had met to ascertain if a settlement of the issues could 
agreed on, and that a basis of agreement had been tenta- 
tively reached. However, Mr. Muckley said, the agreement was 
subject to approval of certain officials in the government de- 
ents who had not participated in the conference, and that 
the carriers would be informed in a short time whether or not 
the tentative arrangement had been approved. 

In reply to Mr. Muckley, Chief Examiner Butler of the 
Commission said that the hearing in No. 29023, Jessop Steel 
Co, vs. A. & S. R. R. Co. et al., which, he said, had been set for 
hearing with No. 29006, would also be postponed. 


INTRASTATE FARES INVESTIGATION 


The Commission, division 1, has issued orders instituting 
investigations into intrastate fares in North Carolina, and Ten- 
nessee, in each case on the petition of rail carriers alleging 
that the utilities commission of the state had refused to permit 
the application of the 10 per cent Ex Parte 148 increases to the 
transportation of passengers traveling intrastate, authorized by 
the Commission’s order of Aug. 1, 1942. 

In No. 29036, North Carolina Intrastate Coach Fares, the 
order said a petition had been filed on behalf of Aberdeen & 
Rockfish Railroad Co. and other rail carriers operating in North 
Carolina. The carriers averred that, pursuant to the Commis- 
sion’s order, fares for interstate transportation of 2.2 cents a 
mile for one-way travel in coaches had been established on Oct. 
1, 1942; and that, on that date, the carriers had established 
among others, fares for interstate transportation of 1.98 cents a 
mile for round-trip travel in coaches, said the order, and that 
the North Carolina Utilities Commission by order dated July 8, 
1943, had refused to authorize or permit the application of 
intrastate fares and charges corresponding to those established 
for interstate application. 

In No. 29037, Tennessee Intrastate Fares, the order said a 
petition had been filed on behalf of Alabama Great Southern 
Railroad Co. and other rail carriers operating in Tennessee. 
The Railroad and Public Utilities Commission of Tennessee had 
refused, by an order dated Aug. 30, 1943, to authorize the ap- 
plication of fares and charges for intrastate application cor- 
responding to the fares of 2.2 cents a mile for interstate trans- 
portation, one way in coaches; 1.98 cents a mile for round-trip 
travel in coaches; and 2.75 cents a mile for round-trip travel in 
sleeping or parlor cars, established by the carriers Oct. 1, 
1942, pursuant to the Commission’s order of Aug. 1, 1942, said 
the instant order. 


PROTECTIVE SERVICES TARIFF CHANGE 


Denial of their petition to pool gains or losses resulting 
from protective services furnished under section 2 of the Per- 
ishable Protective Tariff would be most unjust and inequitable, 
said the proprietary lines of Fruit Growers Express Co., and 
subsidiaries and affiliates of those lines in a brief in No. 29008, 
Pooling of Refrigerator Earnings (see Traffic World, Sept. 11, 
p. 578). The carriers asked the Commission to find that the 
arrangement complied with the requirements of section 5(1) 
of the interstate commerce act, and asked that it be authorized 
in connection with interline traffic originating on their lines 
and moving on and after Jan. 1, 1942. 

The evidence showed conclusively that the present method 
of dividing the revenue and expenses received on section 2 inter- 
line traffic was unjust and inequitable, said the carriers, and 
that it imposed enormous losses on some of them. They con- 
sidered the proposed pooling arrangement the simplest, most 
practical and most economical means of obtaining relief, they 
said, and that it had been adopted after the most careful and 
painstaking consideration. It had not been opposed by any 
one, and would not adversely affect any one, said they, but 
that, on the contrary, it would benefit the shippers by aiding 
the weak carriers parties to it, and would leave unchanged 
the status of carriers not parties to it. 


ELECTRIC RAILWAYS STATISTICS 


The Commission has issued a report of selected financial 
and operating statistics from annual reports of electric rail- 
Ways for the year ended Dec. 31, 1942, compiled by the Bureau 
of Transport Economics and Statistics, Statement No. 4363. 

€ introduction to the compilation said that the electric rail- 
ways reporting to the Commission were those engaged in inter- 
State commerce, and that they were interurban and certain 
Commercial electric railways as distinguished from the city 
street railways. Electrified parts of steam railways were not 
covered by the statistics in the publication, it said, adding that 

€ total number of electric railways reporting in 1942 was 82, 
a decrease of six from the number reporting in 1941. 


* e * 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
: Copyright, 1943, by West Publishing Company.) 


REGULATION OF COMMON CARRIERS 


(District Court, S. D. Illinois, S. D.) Where one industry 
of many in a highly competitive field is singled out and sub- 
jected to a tariff not imposed on any other, and under com- 
pulsion of order of Interstate Commerce Commission obliged 
to pay such tariff for a number of years without relief and 
without action to establish like tariffs for competing industries, 
the Commission’s order becomes an instrument of destruction 
and is an invalid “discrimination,” within the interstate com- 
merce act. Interstate Commerce Act, Secs. 2, 3, 49 U. S. C. A. 
Secs. 2, 3. 

The Interstate Commerce Commission’s finding that spot- 
ting services within plant area of manufacturer were in excess 
of services rendered shippers generally, and that performance 
of such services free of charge would be unlawful was not 
sustained by the evidence. Interstate Commerce Act, Secs. 
2, 3, 6(7), 49 U. S.C. A: Sees. 2,°3, 6(7). 

Evidence showed that order of Interstate Commerce Com- 
mission requiring that railroads charge for spotting services 
within plant area of one manufacturer, was a “discrimination” 
against such manufacturer in favor of his competitors and 
other shippers generally contrary to Interstate Commerce Act. 
Interstate Commerce Act, Secs. 2, 3, 6(7), 49 U. S. C. A. Secs. 
2, 3, 6(7). 

To give full meaning to the Interstate Commerce Act and 
to translate the intention of Congress into equitable applica- 
tion, requires a consideration of the act as a whole. Interstate 
Commerce Act, Sees. 2, 3, 6(7), 49 U. S. C. A. Secs. 2, 3, 6(7). 

It was the express purpose of the Congress by enactment 
of the Interstate Commerce Act to require carriers to give equal 
and just treatment to all shippers. Interstate Commerce Act, 
Secs. 2, 3, 49 U. S. C. A. Secs. 2, 3. 

Whether shipper subjected to discriminatory charge for 
spotting services pursuant to order of Interstate Commerce 
Commission was entitled to an accounting and reimbursement, 
is a question for the Commission and not for the courts. Inter- 
state Commerce Act, Secs. 2, 3, 49 U. S. C. A. Secs. 2, 3. 
(Wabash R. Co. vs. United States, 51 Fed. Supp. 141). 


Seaboard Truck Rights 


American Trucking Associations, Inc., Southern Motor 
Carriers’ Rate Conference, five trucking lines and a water 
carrier, have filed suit in the federal court for the eastern 
Virginia district, Richmond division, asking the court among 
other things, to set aside the orders of the Commission in 
MC 86687 and MC 86687, Subs. 1 to 10, 15, 18, and 19, all 
involving applications of Seaboard Air Line Railway Co., for 
authority to conduct operations by motor vehicle, limited to 
service auxiliary to or supplemental of the company’s rail 
service. The plaintiffs alleged that the numerous separate ap- 
plications for rights had constituted in fact and in substance one 
application for integrated operating rights. 

The plaintiffs further asked the court to remand the mat- 
ters complained of to the Commission for further proceedings 
in accord with the opinions of the court, and specifically to: 


(A) Reopen and set for further hearing Dockets M. C. 86687 and 
Sub. Dockets 1 to 10, inclusive, and 15, 18 and 19. 

(B) Hear and consider plaintiffs’ evidence bearing on the service 
and facilities which plaintiffs are authorized to render in the territory 
and over the routes covered by the certificate issued in Dockets M. C. 
86687 and Sub. 1 to 10, inclusive, 15, 18 and 19. 

(C) To hear and consider plaintiffs’ evidence with respect to their 
operating ratio, economic stability and ability to withstand additional 
competition. 

(D) To hear and consider the ability and willingness of plaintiffs 
to enter into joint arrangements with the railroad with respect to 
performing the service which the railroad proposes to perform under 
its several applications. 

(E) Direct the Commission to require applicant, Seaboard Air Line 
Railway, by its receivers, to produce the evidence called for in the 
petitions of the American Trucking Associations and the Department 
of Justice under date of December 5, 1941. 

(F) Determine the issue of public convenience and necessity by 
the same standards of proof as are required by motor carriers which 
are not owned by railroads and with due regard for the issues of mon- 
opoly and restraint of competition. 
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(G) Direct the Commission to condition any certificate or certifi- 
cates issued to the railroad applicant under the dockets as aforesaid, 
subject to the same rules and regulations governing rate and classifi- 
cation tariffs, accounts, records and reports as may now or from time 
to time be made applicable to independent motor carrier operations. 


The complaint said that the extent and scope of the pro- 
posed operations were disclosed to the Commission through 
numerous applications prior to any action by the Commission 
referring the applications to separate joint boards for separate 
hearing and determination, and that the Commission had dis- 
regarded this disclosure and arbitrarily and capriciously as- 
signed the several separate applications for separate hearings 
by dockets, states, and segments of highways, before several 
joint boards. 

The appointment and designation of several joint boards 
composed of representatives of only one or two states to hear 
the several applications, which in the aggregate involved five 
states, was contrary to the provisions of the interstate com- 
merce act, said the plaintiffs, and quoted section 205(a) to the 
effect that the Commission should either conduct a hearing 
itself or refer the matter to a joint board composed “solely of 
one member from each state within which the motor carrier 
or brokerage operations involved in such matters are or are 
proposed to be conducted.” 

They said that the Commission had disregarded the pro- 
visions of section 205 respecting hearings by the Commission 
or by properly constituted joint boards, and had disregarded 
the provisions of old section 213 and new section 5, respecting 
the required findings in cases involving railroad operations of 
motor carriers. In directing the hearing of the several applica- 
tions by several separate and limited joint boards, the Com- 
mission had denied the protestants before the Commission, 
“plaintiffs here,” a fair and reasonable hearing in that they 
were deprived of an opportunity to show the extent and scope 
of the operations proposed to be conducted by the railroad, 
among other things, and that they were further deprived of 
a fair and reasonable hearing in that they were denied an 
opportunity to show that the operations proposed to be con- 
ducted by the railroad and the manner of conducting the 
proposed operations would result in undue restraint of com- 
petition. 

Each separate joint board, said the plaintiffs, refused to 
hear the protestants before the board with respect to the serv- 
ices which they were rendering and were able and willing to 
render, and refused to hear and consider the competitive effect 
and restraint of competition which would flow from the opera- 
tions represented by the aggregate of the applications of the 
railway. Following this action by the joint boards, the com- 
- plaint described the action of the plaintiffs as follows: 


When the motor carrier protestants were advised that each separate 
joint board would restrict its inquiry to the particular segments of 
highways allocated to it by the Commission for hearing and would 
refuse to admit evidence respecting the pendency of other applications 
and the effect of operations over and through the combined applica- 
tions, and were further advised that the railway applicant proposed to 
conduct through operations involving more than one application or 
segment of highway, then protestants advised the Commission through 
motions and petitions that the hearings were being conducted improp- 
erly through joint boards and through improperly constituted joint 
boards, and prayed for a consolidated hearing and put these matters 
in issue before the Commission. . . . The Commission arbitrarily and 


capriciously denied the motions and petitions for consolidated hear- 
Me sh. 


After recommended reports had been filed by the joint 
boards, the plaintiffs said, the report and order of division 5 
had reversed the joint boards in so far as they had recom- 
mended denial of any of the applications, and had granted 
certificates of convenience and necessity to the railroad, sub- 
ject to four conditions, of which the third was as follows: 


(3) Shipments transported by applicants by motor vehicle shall be 
limited to those which move under a through bill of lading covering, 
in addition to movement by motor vehicle, a prior or subsequent move- 
ment by rail. 


Following various petitions for reconsideration by the full 
Commission and on oral argument before the full Commission, 
but without further hearing or the receipt of further evidence, 
the plaintiffs said the full Commission had reversed the order 
of division 5 by an order reported in 28 M. C. C. 5, and had 
abolished condition No. 3, imposing a series of so-called key 
point restrictions. These, in effect, provided that through 
operations by truck might not be conducted through or beyond 
more than one key point, said the plaintiffs, adding: 


The full Commission designated the key point restrictions on the 
consolidated operations represented by the several applications of the 
railway without a record covering such matters. 


On petition of the railroad, they said, the Commission 
ordered the proceeding reopened for further hearing, but that, 
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in assigning it for hearing, had limited the hearing Solely | 
determine whether condition No. 3 should be modified, jj N 
action, they said, denied protestants a fair and reasong} gn 
hearing in that this was the first and only consolidated heapiy, (Diget 
at which any of the issues repeatedly raised by them could ham 2" 4r 
been presented. In finally recognizing that the several app; motor 
cations should be consolidated and heard by the Commigg 
on a consolidated record, said they, the Commission had dg New 
what they had been trying to get it to do for five years, hi Storage 
that the limitations on the scope of the issues were arbit 92, on & 
and capricious. tions of 

At the reopened hearing, held at Raleigh, N. C., Noy, i operatin: 
and 13, 1941, the plaintiffs said, the association, the rate eg in inters 
ference, various individual motor carriers, and the Departmeymm having | 
of Justice had appeared and participated. The consolidatym ticular © 
proceedings, said they, involved applications covering approx require | 
mately 1,337 miles of highway routes in five states, but thy required 
the examiner had refused to permit protestants and intervenoym™ fine was 
to introduce evidence or require applicant to produce evidengim pended 
on twelve matters and had refused continuation of the hearing We: 
until a ruling of the Commission might be had. Petitions yim ard, doi 
the Commission, putting these rulings in issue with the Conim Va, 2 | 
mission, and requesting further proceedings and the admisgiqggm Oct. 25, 
and production of evidence, had been denied without a hearing him wi 
said the plaintiffs. charged 

On July 6, 1942, said they, the Commission issued jy to the t 
report and order on further hearing, and that the action of thm court 
full Commission in finding that the proposed operations wouljj™ fine imi 
not adversely affect the operations of existing motor carriex Ida 
nor restrain competition in the motor carrier field, was arti Ltd., of 
trary and caparicious and wholly without support for the rej and the 
sons that the Commission had consistently and repeatedyim its own 
refused to hear the applications jointly and in a manner whid™ fined $ 
would have permitted them to offer evidence relating to injun™ ing it a 

The plaintiffs said also that the Commission had arbitrarily doctors 
failed and refused to require the railroad applicant to co permitt 
with the provisions of section 217 of the act relative to thi vehicle: 
filing and publication of motor carrier tariffs, and had permitteif™ merce | 
the railroad to conduct motor carrier operations under is motor. 
railroad tariffs, thereby subjecting them to unfair, unreasonabk™™ paid in 
and discriminatory competition. By failing to require the ral™ the sar 
road to keep separate motor carrier accounts and to maki merce 
motor carrier reports, in accordance with section 220, the Com Ea 
mission had subjected them to unfair competition also, sail Line, a 
the plaintiffs, in that the losses on the motor carrier operation—™ Warric 
of the railroad applicant were obscured and hidden in the mas¥™ of guil 
=< and expenses of the operations of the railroad asi engagi! 
whole. | 

The suit was docketed as civil action No. 285, America arog 
Trucking Associations, Inc.; Southern Motor Carriers’ Rati ing to 
Conference; Flamingo Truck Lines, Inc.; Hunt Truck Ling} requir 
Great Southern Trucking Co.; Central Truck Lines, Inc.; K.é payme 
L. Transportation Co., Inc.; and St. Johns River Line 0% counts 
plaintiffs, vs. United States of America and Interstate Com® counts 
merce Commission. E: 

Teetet? tetet ae court | 
CONTRACT-PRIVATE QUESTION portat 

Lukens Steel Co. has filed a petition for oral argument and r 
and for reconsideration in MC 96488, Lukens Steel Co. Cor $1,200 
tract Carrier Application, in which the Commission, division 5—™ Plea « 
with Commissioner Patterson dissenting, found operation Wm part 1 
the applicant in the transportation of property for two of itj Portio 
wholly-owned subsidiaries to be that of a contract carrier yim defen 
motor vehicle, applicant’s position having been that its enting tion v 
operations were in private carriage and not subject to th as a 
certificate or permit requirements of the interstate commer from 
act (see Traffic World, Sept. 11, p. 571). which 


No oral argument on the legal questions involved hal 
been made by counsel for the company to either the examine 
or to the members of division 5, said the petition. Oral argl 
ment was desirable, it said, in view of the importance of th 7 


questions involved and “because of the fact that there is uncel filed 
tainty evidenced by the revival of the decision of the examine Unite 
and the dissent by Member Patterson.” It said the compa Preve 
was advised that the decision of the Commission was in corg™ In M 
flict with certain other of its decision, including MC 102866 —% Com 
D. P. Phillips & Sons, Inc., and that there were pending #§ Comn 
contemplated a number of proceedings before the Commissioig Store 
involving the principles of the instant case. betw 

The company said the opinion did not correctly set fort Trafi 
the relations between itself and its subsidiaries. Quoting tifica 
opinion to the effect that, as each corporation shared the & claus 
pense of the transportation a saving resulted in reduced tral 
portation costs to the applicant, the petition said that, in vie¥ base 
of applicant’s total ownership of the stock of its subsidiati®§ Satio 
the savings of one corporation were meaningless, and that com 
total earnings of the group of corporations as diminished § in “c 
operating expenses was ultimately reflected in the parent Chm some 
poration. Unic 






October 30, 1943 


Motor Act Prosecutions 


‘(Digests o) statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


New Jersey district, at Camden. Barney’s Furniture & 
Storage Co., Inc., of Atlantic City, N. J., was fined $1,000, Oct. 
9, on a plea of guilty to an information charging it with viola- 
tions of part II of the act. The defendant was charged with 
operating as a Common carrier of property by motor vehicle 
in interstate commerce, for compensation, without a certificate 
having been issued by the Commission authorizing the par- 
ticular operations described in the information, with failing to 
require the keeping of drivers’ logs, and with failing to show 
required information on freight and expense bills. $200 of the 
fine was requried to be paid and the remaining $800 was sus- 

nded during a probationary period of one year. 

Western Virginia district, at Harrisonburg. Jacob C. Bow- 
ard, doing business as J. C. Boward’s Truck Lines, of Staunton, 
Va, a common carrier by motor vehicle, was fined $1,200, 
Oct. 25, following his plea of guilty to an information charging 
him with violating part II of the act. The defendant was 
charged with granting rate concessions to shippers with respect 

to the transportation of property in interstate commerce. The 
® court required the defendant to pay the full amount of the 
fine imposed. is 

Idaho district, at Pocatello. Crowther Bros. Milling Co., 
Ltd, of Malad, Ida., engaged principally in the milling of grain 
and the distribution of its manufactured products by means of 
its own vehicles to both the wholesale and retail trade, was 
fined $450 Oct. 15 on a plea of guilty to an information charg- 
ing it as a subsequent offender with failing to have in its files 
doctors’ certificates of physical fitness of new drivers and with 
permitting and requiring drivers in its employ to operate motor 
vehicles in the transportation of property in interstate com- 
merce for excessive daily and weekly hours, in violation of the 
motor carrier safety regulations. The fine was required to be 
paid in full. Previously, the defendant was fined a like sum in 
the same court for violations of part II of the interstate com- 
merce act. 

Eastern North Carolina district, at Wilson. B. & W. Truck 
Line, a partnership composed of Daniel L. Boone and Lloyd T. 
Warrick, of Jackson, N. C., was fined $2,000 Oct. 18, on a plea 
of guilty to a 20-count information charging the defendant with 
engaging in certain operations as a common carrier, for com- 
pensation without a certificate, with unlawful extensions of 
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‘merical credit, with failing to have in its files medical certificates attest- 
“ig Rate} ing to the physical fitness of new drivers, and with failing to 
k Lines require its drivers to keep drivers’ logs. The court required 
c.; Ke payment of $500 of the fine which was imposed on the first five 
ing counts, and suspended execution of sentence on the remaining 


counts for two years. 

Eastern North Carolina district, at Wilson. On Oct. 18, the 
court revoked the probation of Clyde C. Britt, dba Britt Trans- 
portation Co., a motor common carrier, of Rocky Mount, N. C., 


rgument/™ 2nd required payment of $900 which was part of a fine of 
“o. Con $1,200 imposed on him in the same court April 12 following his 
vision 5, Plea of guilty to an information charging him with violating 
ation by part II of the interstate commerce act. Payment of the $900 
vo of is Portion of the fine had been suspended during probation. The 
rrier by defendant was charged in the motion for revocation of proba- 
ts entie™ tion with engaging in the period of his probation in operations 
t to t™ 8 a common carrier, for compensation, without a certificate 
ommertt from the Commission authorizing the particular operations 
which were performed. 
ved had PONTE AOS BAe aa 
al a UNION VAN GRANDFATHER CASE 
e of the The Union Van Corporation, a motor common carrier, has 
is uncer filed suit in the federal district court at Chicago against the 
>xamine/™ United States and the Commission, seeking an injunction to 
compaly® Prevent enforcement of and set aside the Commission’s order 
; in corm in MC 45485, Union Van Corporation, application, in which the 
‘ 102865, Commission denied authority to the applicant to operate as a 
nding #§ COmmon carrier of household furnishings and effects, office and 
store furniture, fixtures and equipment and like commodities, 
tween points in all states and the District of Columbia (see 
set forth Traffic World, March 20, p. 624). The applicant sought a cer- 
sting the tificate to operate as a common carrier under the grandfather 


| the ex Clause of the act. 


ed trans In its petition, the plaintiff said the denial order had been 
, in view based largely on the grounds that, first, there had been a ces- 
osidiani6™ sation of operations in 1937 because the principal office of the 
that company had been moved from Chicago to New York, resulting 
—y in "a change in the radial base of operations,” and second, that 


Some of the owner-operator truckers allegedly employed by 
nion Van had actually operated for themselves under their 
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own interstate operating authority. The petition said that the 
company had, since June 1, 1935, the grandfather date, main- 
tained offices in both Chicago and New York; that though “one 
official’”” moved from Chicago to New York in 1937, the Chicago 
office was not closed and the company had not abandoned its 
operation out of and into Chicago; that, though owner-operators 
had been employed, Union Van had been “the sole contracting 
carrier” and had collected all charges on shipments transported 
by owner-operators. Pointing out that Commissioner Lee had 
dissented from the Commission’s report in the matter, the peti- 
tion asks that the court find that the order was “based on 
nothing in the record” and to set it aside. 

The effective date of the denial order of the Commission 
in Union Van Corporation’s application case has been postponed 
from time to time until October 30. Coincidental with the 
filing of its petition for an injunction, Union Van has filed a 
petition with the Commission asking for a stay of the order 
pending the decision of the court. 


CORNELL WATER RIGHTS 


The Supreme Court of the United States, Oct. 25, an- 
nounced it had noted probable jurisdiction in No. 384, Cornell 
Steamboat Co., appellant, vs. United States, Interstate Com- 
merce Commission, and National Water Carriers Association, 
Inc., and No. 385, Boston Tow Boat Co., intervening plaintiff, 
appellant, vs. Same, on appeal from the district court of the 
United States for the southern district of New York. 

Cornell sued to set aside the certificate and order of the 
Commission of Feb. 2, 1943, based on a finding that plaintiff 
might continue its business of furnishing towage service for 
hire only as a common carrier by water subject to the rules and 
regulations of the Commission under Part III of the act of 1940 
and denial of Cornell’s petition to dismiss its application for a 
permit to engage in the business of a contract carrier. The 
district court upheld the decision of the Commission. 

Plaintiff contends that, on the basis of undisputed facts, 
its business is solely that of furnishing towage service, under 
contract, as an independent tower; that it is not a carrier, is 
not engaged in the business of a carrier and is not subject 
to the act. Plaintiff contended that if it was subject to Part 
III, its status should be that of a contract carrier and that its 
towage services between New York City and ports in New 
York state on the Hudson River were not interstate commerce 
within the meaning of Part III (see Traffic World, March 6, 
p. 517; April 10, p. 858). 


GRANDFATHER RIGHTS AND BANKRUPTCY 


In a per curiam decision, the Supreme Court of the United 
States, Oct. 25, in No. 368, Riss & Co., Inc., appellant, vs. 
United States, granted a motion by the Commission to affirm 
the decision of the special three-judge district court in the 
northern district of Oklahoma upholding a decision of the Com- 
mission denying Riss & Co., Inc., a common carrier certificate 
based on grandfather rights of applicant’s predecessor in inter- 
est, Sooner Distributing Co., Inc., because there had been an 
interruption of service due to bankruptcy of the Sooner Dis- 
tributing Co., Inc. Justices Black and Douglas noted dissents. 

The court said it affirmed the judgment of the lower court 
on authority of Gregg Cartage Co. vs. U. S., 316 U. S. 74 (see 
Traffic World, April 18, 1942, p. 1041). 

At issue was the question of law whether on the facts 
found by the Commission the district court was correct in 
holding under the authority of the Gregg case that the inter- 
ruption of service following the bankruptcy of applicant’s 
predecessor in interest was not an interruption of service over 
which applicant or its predecessor in interest had no control 
within the meaning of section 206(a) of the interstate com- 
merce act and that it was therefore fatal to the existence 
of grandfather rights. 

Counsel for the appellant said that the decision of the 
lower court and the contentions of the United States in this 
case would bring about the automatic application of the so- 
called Gregg principle to any situation where a motor carrier 
that was an applicant under the grandfather clause had be- 
come a bankrupt and had suffered an interruption of service 
following the bankruptcy. 


c. R. |. & P. PURCHASE OF P. & B. V. 

Trustees of the Rock Island Lines filed a petition in the 
federal district court at Chicago, October 25, asking for per- 
mission to buy the capital stock of the Peoria and Bureau 
Valley Railroad Company, owner of that part of the Rock 
Island lines between Peoria and Bureau, IIl., a distance of 47 
miles. The petition said the P. and B. V. line was worth about 
$2,000,000; that 15,000 shares of $100 par value capital stock 
were outstanding, of which only 100 shares were held by the 
Rock Island; that the stock was not listed on any exchange 
and was generally traded in small lots at private sale. It said 
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the Rock Island company had for many years leased the P. and 
B. V. for an annual rental of $125,000. If the Rock Island 
were allowed to purchase shares of the stock, from time to 
time, at a maximum of $100 a share, and could obtain all the 
stock, it could save the rental, the petition said. It added that, 
even if only a comparatively few shares could be purchased, 
the Rock Island would effect savings to the extent that divi- 
dends received on such shares would offset rental payments. 

Judge M. L. Igoe set November 8 for a hearing in the 
matter. 


TRANSIT ON MAINE POTATOES 


The privilege of storing, packing, repacking and grading 
Maine Irish potatoes in transit to most points east of the Mis- 
sissippi River is provided for in a new tariff that became effec- 
tive Oct. 22 for destination points south of the Ohio River and 
Oct. 23 for points north of that river. The tariffs provide for a 
charge of 7 cents a 100 pounds plus the through rate. Such a 
privilege was requested by the War Food Administration. The 
tariff will permit potatoes to be shipped out of Maine to pre- 
vent freezing, according to rail officials. 


Cc. & N. W. REORGANIZATION 


The federal court at Chicago, October 26, authorized Helen 
W. Munsert and Luther M. Walter, attorneys for the debtor 
in the Chicago and North Western reorganization case, to ap- 
peal to the U. S. Supreme Court from the decision, October 6, 
of a special three-judge court in 43C-629, C. and N. W. vs. the 
a and the United States (see Traffic World, Oct. 9, 
p. ae 
The debtor asks, in the case, that the courts issue an in- 
junction ordering the Commission to reopen the reorganization 
proceedings for rehearing and modification of the approved 
plan so that trust funds of the estate can be used to pay off 
the debt to the Reconstruction Finance Corporation. The debt- 
or’s attorneys have said that if the $42,250,133 claim is paid, 
$135,833,808 of securities held as collateral for the debt will 
be released, making an additional equity for some bondholders 
and possibly for the stockholders of the reorganized company. 
The special court sustained motions to dismiss the suit, filed by 
counsel for the Commission, the United States government, and 
the mutual savings banks and life insurance group protective 
committees. The dismissal order was based on the grounds 
that the injunction request was made under the federal urgent 
deficiencies act; that the act did not apply to reorganization 
proceedings, and that, consequently, the court did not have 
jurisdiction in the matter. 


SHIP AND PLANE PRODUCTION 


Charles E. Wilson, acting chairman of the War Produc- 
tion Board, is a report on munitions production for Septem- 
ber, said that 7,598 planes were produced in that month as 
against 7,612 in the preceding month, but that the September 
output was up 3 per cent over August on an airframe weight 
basis and 4 per cent on the basis of dollar value, with heavy 
bomber construction running 6 per cent ahead of August. 

Preliminary estimates of work done on the ship program 
showed an increase of 1 per cent as to merchant vessels, Sep- 
tember over August, and an increase of 6 per cent as to 
naval vessels. 

“Through September,” he said, “deliveries of major-type 
merchant vessels and maintenance totaled 13,200,000 dead- 
weight tons, or 69 per cent of the 1943 schedule of 19,162,000 
deadweight tons. On a work-put-in-place basis, the September 
gain over August was 1 per cent. Liberty ship completions 
totaled 106, four below the August total. The tanker program 
made another new high mark with delivery of 22 vessels.” 


RAIL-AIR EXPRESS INCREASE 


Shipments in combination rail-air express service in July 
of this year totalled 33,893, according to the air express division 
of the Railway Express Agency, which said the figure was 20.8 
per cent higher than in July, 1942. Revenue from rail-air 
express in the month was 54.7 over July of last year, it 
reported. 


AMERICAN AIRLINES TRAFFIC 


American Airlines, Inc., carried 2,013,823 pounds of air 
express in September, 1943, 53.9 per cent more than in Sep- 
tember, 1942. The express pound miles flown in September of 
this year were 914,644,006 compared with 662,127,927 in Sep- 
tember, 1942. Total pounds of air mail carried was 2,595,057, 
or 93.7 over September of last year, and the number of air 
mail pound miles was 1,627,616,553, or 93.9 over September, 
1942. Revenue passenger miles were up 15.8 over September, 
1942, the total for September of this year being 38,531,882. 
The passenger load factor in September of this year was 91.8 
per cent compared with 79.5 per cent in September, 1942. 
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Local Feeder-Pick-Up Air Service J‘), 
Railroads should be allowed to engage in local and “feeder aes al 
air service because they were “in most respects best fitted fy The | 
the task,” said Thurman W. Van Metre, of New York, N, y fa numbe: 
professor of transportation at Columbia University, in testifyim tion Was 
ing at the hearings before the Civil Aeronautics Board in gg. rangeme 
nection with its investigation of local, feeder and pick-up gj would m 
services (see Traffic World, Oct. 23). ment of 
The witness appeared on behalf of nine western railroag smaller 


the Atchison, Topeka & Santa Fe, Missouri Pacific, Chi knowled; 


Milwaukee, St. Paul & Pacific, St. Louis-San Francisco, Air 
Mobile & Ohio, Denver & Rio Grande Western, Chicago, By. ge V5 CO” 
lington & Quincy, Union Pacific and the Kansas City Southem je populati 
The railroads were better able ‘financially and from th portion | 
standpoint of physical equipment and personnel” to do th be provi 
pioneering in such services by air, he declared, adding that th ov 
railroads were in a position to provide these services at lowe sa | 
cost than any other agency because of the fact that they haj@,. - 
the necessary terminal sites, facilities for the maintenance anj or 
repair of equipment and trained agency and mechanical pe. highway 
sonnel in virtually every community large enough to have aj hie 
services. Moreover, he continued, the railroads entering ciyj The 
aviation “would not want to establish their new business as al decades 
short-run enterprise,” but rather “they would build for eco MM caiq he 
nomically sound conditions of a permanent nature.” The wit MM had ext 
ness pointed out that the railroads would “continue to be thi “today” 
backbone of our domestic transportation system,” and added: i conveni 
We have recently had and are still having a salutary demonstn = 
tion of the present indispensability of the railroad as a necessary fap = 
tor in our national defense. This is not said in disparagement of othe quent : 
forms of transportation; they, too, have been of vital importance tj made t 
the war effort. But everybody knows that the railroad is by far om je ‘ation. 
most important beast of burden. Everybody knows that it has bea No 
required to carry a vast amount of the traffic which other agencies for & air line 
merly carried, but which they could not continue to handle becaus Mair trar 
of exigencies of war over which we had no control. ation e: 
Everybody knows that it would have been physically impossible 
for any other type of carrier yet developed, whatever its inherent ai At 
vantages, to have been performed the transportation service whic ™ ¢rtors 
the railroad has performed during this war. Everybody knows what ™ system. 
a magnificent job the railroads have done, carrying the largest volum jj Dus ser 
of traffic they have ever been called on to transport, with an amount jm their o 
of equipment considerably less than what they possessed at the time #4 it is 
of their previous peak load. provide 
equally 
It would be in the public interest for the railroads, unde sine 
certain conditions, to enter the field of domestic air transporte 
tion, as such a step “would often serve to give effect to the The 
national transportation policy which the Congress had adopted,” ri ne 
said the witness. In fact, said he, “the arbitrary exclusion d Aas 
surface carriers from participation in the development of ait oo. 
transportation might interfere with the establishment of a ger Bp the 
uinely national transportation system, and it might conceivably da x 
interfere with the proper development of civil aviation itself.” 6 


He called attention to the fact that railroads in recent yeals a 
had engaged in highway transportation and said that in 9 . 


doing they were not only improving the transportation service -virai 
of the railroads, but by healthy competition, in many areas, ee 
with independent highway services, they were making a ger aac 
uine contribution to the further development of efficient high “4 
way transportation. - ie N 

The witness expressed the opinion that there might be it at ve 
stances where railroad ownership of highway carriers had fath & reside 
itated the coordination of railroad and motor vehicle transport & offere 
tion, thereby creating a greater efficiency in service. He cot @ craft 
tended that still greater coordination of transportation woill B the g 
be effected if the railroads were permitted to supplement thelt § He st 
present services with service by air, and said: ing if 


In transportation the goal of coordination is to employ all modes 
of transportation in such a way that we shall have the most efficient, 
the most convenient, the most economical, the safest and the speediest 
transportation service possible for the movement of persons and prop 


erty throughout the length and breadth of the country and all ove 
the world. 





This goal, the witness said, could sometimes be more easily 
reached if various types of carrier were under the control of 4 
single company. 

If “we are to have a strong, efficient national transport 
tion system, the railroad must be preserved,” said he, declaring 7 
that “the railroads are in a position to take the lead in giving 
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the United States a completely coordinated transportation sys- 
tem. ” 





‘Robert Driscoll, general counsel of the Greyhound Corpo- 
ration, in his testimony, said if the established air lines would 

icipate in the development of local air service by intercity 
bus companies, competitive problems within the passenger 
transportation industry could be completely avoided. An in- 
yitation was extended to the airlines by Greyhound to take 
minority interests in a nation-wide system of helicopter air 
busses along with the bus companies and the public. 

The railroads, said Mr. Driscoll, now had stock interests in 
a number of intercity bus lines, although highway transporta- 
tio was once opposed by the rails, Such a cooperative ar- 
rangement in the organization of local air service, said he, 
would mean that the bus operators’ experience in the develop- 
ment of local traffic, together with its facilities in most of the 
smaller communities, could be combined with the valuable 
knowledge of the established air lines. 

Air transportation at the present time, the witness said, 
was conveniently accessible to only 37,000,000 of the country’s 
population who lived in 160 cities and satisfied only a small 

rtion of their travel needs. Local air service, such as would 
be provided by helicopter air busses, said he, would bring this 
new form of transportation to another 70,000,000 persons and 
make it truly national in scope. 

Should the government grant Greyhound and other bus 
lines permission to operate helicopter air busses, he said, the 
added service would be closely integrated and coordinated with 
highway bus schedules and would also act as a “feeder” to 
transcontinental air lines. 

The growth of the nation’s bus lines within the last two 
decades provided a forecast of the future of local air service, 
said he. Within one generation, the bus lines of the country 
had extended and largely created the local traffic market of 
“today” by providing a flexible, small, single unit, frequent, 
convenient and comfortable public transportation service not 
available by any other means, he said, adding that the heli- 
copter, because of its flexibility in operation, allowing for fre- 
quent stops, possessed the same outstanding feature that had 
made the motor bus an important factor in ground transpor- 
tation. 

Noting opposition that had been voiced by the established 
air lines to any attempts by land carriers to enter the field of 
air transportation, Mr. Driscoll pointed out that a similar situ- 
ation existed when the bus lines had their inception, and added: 































































































































































At that time the railroads opposed efforts of the early bus op- 
erators to integrate their operations into a national transportation 
system. Subsequently, railroads recognized the essentiality of motor 
bus service, especially for short hauls, and many are now operating 
their own bus lines or hold stock interests in such carriers. Just 




















the tim 4S it is inefficient for railroads to stop through trains frequently to 
provide the local service needed by sO many communities, it will be 
equally inefficient for the major air lines to attempt short haul service 
Ss. under with high speed airliners that require large landing fields. 
eA ' The Greyhound Corporation, Mr. Driscoll said, would be 
dopted” willing to accept restrictions, if its applications were granted, 
ye se af to prevent it from providing trunk line air service as a means 
t of aire o Overcoming the objections of the air lines. That the bus 
f Of a lines were now operating in that manner, he said, was shown 
T & gel B by the fact that less than 4 per cent of the intercity bus pas- 
— sengers today traveled distances of more than 250 miles. 
@. yeals “At the present time there is no competition between bus 
at in 9 @ 224 Pullman travel because of the difference in cost,” said Mr. 
servi Driscoll. “The same cost differential would always exist be- 
areas, tween air and ground transportation and would prevent any 
y a geht competition within the industry so far as a majority of travelers 
nt i oh. are concerned.” 

_ Mr. Driscoll said that studies had shown that the conven- 
t be ir lence and speed of air transportation was needed by people in 
, fs de all parts of the country, those in the smaller towns as well as 
ad fa residents of metropolitan cities. The use of helicopters, said he, 
nsporté B offered the solution since “this revolutionary new type of air- 
He cot & craft requires no large landing fields which would be beyond 
n would the ability of the smaller communities to build and maintain.” 
ont thelt He Stated that local air service should be entirely self-support- 

ing if its development was entrusted to the nation’s bus lines. 
all modes Creation of a new group of feeder airline operators would 
- efficient Bhave a stabilizing effect on the rest of the aviation industry, 
speediest Bsaid H. K. Gilbert, Jr., president of State Airlines, Inc., of 
and pre @ Charlotte, N. C., in testimony the afternoon of Oct. 22. He 
| all Om opposed entry of surface carriers into the air field, saying 

air service should be by independent enterprises. He said 
re easily he had conducted non-scheduled operations in North Carolina 
trol of a the last two and one-half years. 

. Hugh Knowlton, director of research and postwar plan- 
nsporta- ning for Eastern Air Lines, Inc., emphasized a contention that 
Jeclaring the desire of smaller communities for air service could best 
in giving met if they were served by trunk-line air carriers on a 
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“skip-stop” scheduling basis. He saw no necessity for so-called 
“‘spoke-and-wheel” service for the benefit of such communities. 
Data he had obtained, he said, did not encourage the belief 
that a demand for air transportation between nearby towns 
and cities of small size existed to any important degree. The 
flexibility of the automobile and its relatively low cost, due 
to its combination use for pleasure and business, he said, would 
continue to make it the primary means of transportation for 
short distance business trips. 

Helmuth Bay, map consultant for Rand McNally & Co., 
in further statement Oct. 23, discussed a trade area map and 
its application to the institution of feeder and pickup service 
by aircraft. 

The hearings ended Oct. 25, when Benjamin E. Cole, rep- 
resenting International Airways, of New York City, testified 
that a feeder line would not do a great amount of business 
independent of its connections with trunk lines, and that he, 
as an operator of off-line services from 1934 to 1940, had 
experienced difficulties in making advance bookings for pas- 
sengers at intermediate points on trunk-lines, because the 
trunk-line carriers were interested primarily in their long- 
haul business and- would accept no advance bookings from 
him. 

Martin Taitel, economic consultant for the Civil Aero- 
nautics Administration, concluded the testimony with a further 
statement in which he submitted estimates that 259 airline 
stops would serve 80 per cent of the population, that 600 
airline stops would serve about 90 per cent of the population, 
and that 850 stops would provide “a very complete population 
and geographic coverage.” He said about $215,000,000 would 
suffice to cover the costs of improving existing airports and 
building new ones where necessary to effectuate such coverage. 


International Air Problems 


Josh Lee, member of the Civil Aeronautic Board, and 
former senator from Oklahoma, in the Oct. 23 issue of “For- 
eign Commerce Weekly,” publication of the Department of 
Commerce, listed six of the major problems which, he said, 
required solution by the governments if air cargo was to 
play its destined role in world trade. 

Aeronautically speaking, said he, the development of inter- 
national air commerce appeared potentially unlimited. In fact, 
he said, the technical problems of operation would seem to be 
less than the political problems which were so very much a part 
of international air commerce. 

The first major problem that presented itself in the de- 
velopment of international aviation, he said, was “the freedom 
of innocent passage, established through multilateral agree- 
ment.” This would mean that the non-military aircraft of 
each country which entered into such an agreement would 
have the right to fly non-stop through the air space over the 
territory of all the other countries which were parties to that 
agreement, said he. This policy, he added, was included in the 
Habana Convention of 1928, but had not been applied. Free- 
dom of innocent passage, he said, should be established as an 
international policy in fact as well as precept. If the world 
was to benefit by the advantages of air transportation, the 
shortest routes must be made available. He pointed out that 
in many cases, the shortest routes crossed the territory of 
different countries, and said these routes should be opened 
to air transportation by mutual agreement. 

The second problem was “the right of technical stop, estab- 
lished through multilateral agreement,” he said. This would 
be the right to stop for fuel, for repairs because of bad weather, 
or because of any emergency, said he, declaring that such a 
stop would not include the right to discharge or take on traffic 
of any kind. The establishment of the right of technical stop, 
he said, would greatly aid international air transportation be- 
cause of the economy of operating in shorter stages than would 
otherwise be possible. 

The third problem, Mr. Lee said, was “the right of com- 
mercial stop for scheduled operators, established through bi- 
lateral agreement.” This, he said, was the right to land at 
specified bases for the purpose of discharging and taking on . 
traffic. It would be for regular air line operations and would 
include all the rights and privileges usually accompanying such 
concessions, he said. . 

“The right of commercial stop for non-scheduled oper- 
ators, established through bilateral agreement,” was listed by 
Mr. Lee as the fourth problem. This, he said, would be for 
the benefit of charter and contract operators. It was the right 
to land for the purpose of discharging and taking on traffic. 
There would be no specified bases between which the carrier 
would be required to operate and there would be no scheduled 
operations, he said. The traffic would be by contract, and the 
carrier could operate a door-to-door service between the two 
countries concerned, he said. 

The fifth problem listed was “the right to establish and 
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use international aviation facilities, secured through multilateral 
and bilateral agreements.” Air-navigation aids, communica- 
tion channels, and meterological information were essential 
to the operation of an air transport system, said Mr. Lee. As 
much freedom as possible should be “secured” for the United 
States and its carriers to establish, maintain, and use naviga- 
tion aids in foreign territories to the extent necessary to sup- 
plement local facilities, he said. The United States had estab- 
lished a world wide system of these navigation aids for mili- 
tary aviation purposes, said he, adding that by agreement with 
the countries involved, these facilities could be maintained and 
made avilable for international air transport operations after 
the war. 


The sixth problem was listed as ‘‘an international author- 
ity with the function of recommending ‘the rules of the road,’ 
established by multilateral agreement.” This would be the 
governmental machinery for establishing uniform safety rules 
and regulations, uniform communication procedures and stand- 
ardization of weather reports, said Mr. Lee. Such an inter- 
national authority, he added, could serve to bring together the 
aviation agencies of the different nations to work out agree- 
ments which would prevent subsidy wars and destructive com- 
petitive practices. 

“Natural barriers, such as mountains, rivers, oceans and 
deserts determine the courses of surface transportation,” said 
Mr. Lee. “But air transportation can ignore coast lines and 
mountain ranges. The only barriers that seriously hinder air 
transportation are man-made barriers; therefore, if we are to 
realize the full advantages of this new and wonderful method 
of transportation, we must remove all unnecessary international 
restrictions.” 


Air Certificate Applications 


To the rapidly growing list of pending applications for 
air transportation certificates at the Civil Aeronautics Board 
have been added several applications of existing air carriers 
for extension of their services and a number of requests by 
surface carriers for authority to enter the air transport field. 


The following new applications have been filed with the 
board: 


No. 1113, National Airlines, Inc., Jacksonville, Fla.; scheduled 
transportation of persons, property and mail over routes between (1) 
Jacksonville, Fla., and Pittsburgh, Pa.; (2) Tampa, Fla., and Pitts- 
burgh; (3) Jacksonville and Chicago, Ill., and (4) Tampa and Chicago. 


No. 1114, State Airlines, Inc., Charlotte, N. C.; scheduled transpor- 
tation of persons, property and mail over routes between (1) Detroit, 
Mich., and Wilmington, N. C.; (2) Detroit and Jacksonville (two 
routes); (3) Louisville, Ky., and Wilmington; (3) Cincinnati, O., and 
Charleston, S. C.; (4) New Bern, N. C., and Meridian, Miss., and (5) 
Louisville and Jacksonville. 


No. 1115, Courier Express, Inc., Logansport, Ind.; non-scheduled 
transportation of freight by cargo planes over routes having as their 
termini St. Louis, Mo., Chicago, Ill., Indianapolis, Ind., Detroit, Mich., 
Cleveland, Columbus, Cincinnati and Akron, O. 


No. 1116, Florida Motor Lines Corporation, Jacksonville, Fla.; 
scheduled transportation of persons, property and mail by helicopter 
or similar aircraft over routes serving cities in Florida. 

No. 1117, Central States Aviation Corporation, Sioux City, Ia.; 
scheduled transportation of persons, property and mail over routes be- 
tween Chicago, Ill., and Billings, Mont., and between Sioux. City and 
Des Moines, Ia. 

No. 1118, Central States Aviation Corporation; scheduled transpor- 
tation of persons,° property and mail by helicopter or single-engined 
aircraft over six ‘‘circle’’ routes beginning and ending in Sioux City. 

No. 1119, American Airlines, Inc., New York City; this docket num- 
ber assigned part of application docketed as No. 932, with respect to 
air service between St. Louis, Mo., and (a) Detroit, Mich., and (b) 
Cleveland, O. 

No. 1120, Washington Motor Coach Co., Inc., Seattle, Wash.; 
scheduled transportation of persons, property and mail by helicopters 
over routes serving, as termini, Port Angeles, Seattle, Walla Walla, 
Ellensburg, Oroville and Bremerton, Wash., Butte, Mont., Portland, 
Ore., Eastport, Ida., and Victoria, B. C., Canada. 

No. 1121, Owosso Flint Bus Lines, Inc., Owosso, Mich.; scheduled 
transportation of persons, property and mail by helicopters over routes 
serving as termini Flint, Kalamazoo, Grand Rapids, Saginaw, Owosso, 
Detroit, and Lansing, Mich., and Chicago, Ill. 

No. 1122, Mountain Airways Co., Combs, Ky.; scheduled transpor- 
tation of persons, property and mail by helicopter or two-engined air- 
craft between Hazard, Ky., on the one hand, and, on the other, 
Cincinnati, O., Louisville, Ky., Knoxville, Tenn., Huntington, Bluefield 
and Charleston, W. Va., and Johnson City, Tenn. 

No. 1123, Transcontinental & Western Air, Inc., Kansas City, Mo.; 
scheduled transportation of persons, property and mail between Cleve- 
land, O., and Toledo, O. 

No. 1124, Belt Aviation, Inc., Chicago, Ill.; scheduled transporta- 
tion of persons, property and mail over feeder routes serving the ter- 
mini of Chicago and Springfield, Ill., St. Louis, Mo., and Madison, Wis. 

No. 1125, Wm. Filene’s Sons Co., Boston, Mass.; non-scheduled 
transportation of persons and property by helicopter or similar air- 
craft over routes between Boston, on the one hand, and, on the other, 
Springfield, Worcester, Mass., Providence, R. I., Lewiston, Me., Bur- 
lington, Vt., and Laconia, N. H. 
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No. 1126, Continental Air Lines, Inc., Denver, Colo.; scheg 
transportation of persons, property and mail between Tulsa, Oy 
and Hobbs, N. M. 

No. 1127, The Union Air Lines, Washington, D. C.; non-schegy 
transportation of mail and property over routes serving the tg 
of Washington, D. C., New York, N. Y., Los Angeles, Calif., Chie 
Ill., New Orleans, La., and Seattle, Wash. 


S. A. E. Air Cargo Meeting 


The air cargo section of the Society of Automotive Rp; 
neers will hold a two-day national meeting at the Hotel Kniq 
erbocker, Chicago, November 8 and 9. The Chicago region 
section, headed by W. W. Davies, will be host at the meeti tiv 
at which representatives of airplane manufacturers, aiplj cs 
companies, and others will discuss possibilities and limtiatigyil 
involved in future air cargo operations. 

At the opening session, the morning of November 8, E. 
Wells, chief engineer, Boeing Aircraft Company, will speak g 
“Some Economic Aspects of Commercial Use of Converted \j 
itary Aircraft,” and Carlos Wood, proposals engineer, Doupgiy 
Aircraft Company, will discuss “Design Consideration for thy 
Cargo Plane.” Edward P. Warner, vice-chairman, Civil Aen 
nautics Board, will preside. 

In the afternoon, J. A. Herlihy, executive vice-presidey 
United Air Lines, will preside at a session at which W, | 
Brintnell, president, Aircraft Repair, Ltd., will speak on “Adi 
quate Means of Transportation in Northern Canada,” and J, 
Borger, Pan-American Airways, will speak on “Payload y 
Operating Speeds.” An evening session will be held at whid) 
J. H. MacLeod, vice-president, Hinde and Dauch Paper Com 
pany, will talk on “Packaging Air Cargo Shipments,” a 
H. W. Anderson, vice-president, aviation division, Whiting Co. 
poration, will speak on “Air Cargo Handling Equipment De 
sign.” Melvin Miller, manager, air mail express and freigi 
department, American Airlines, will preside. 

Speakers at a developments problems session the mornin 
of November 9 will include Prof. John Frederick, University 
of Texas, “Coordinating Air and Surface Transportation”; E./ 
Foley, engineer, American Airlines, ‘Characteristics of Af 
Cargo Transport”; Fred Capri, assistant general traffic ma 
ager, Pennsylvania Railroad, “Characteristics of Surface Carp 
Transportation.” Russell Forbes, vice-president and genet 
manager, Air Cargo, Inc., will preside. The afternoon sessia 
will be devoted to helicopter operations. W. B. Stout, president 
Stout Research Laboratories, will speak on “The Helicopter 
and Direct Lift Craft.” B. J. Vierling, chief engineer, Pennsj: 
vania-Central Airlines, will preside. 

A dinner will be held in the evening, at which William 4A 
Burden, special aviation assistant to the Secretary of Com 
merce, will speak on “Potential Air Cargo Market” and Ma 
Short, president, S. A. E., will discuss aircraft activities of tk 
S. A. E. C. S. Jones, president, Casey Jones School of Aete 
nautics, will be master of ceremonies, and W. W. Davies, eng 
neer research supervisor, United Air Lines, will be chairman 

A similar meeting was held at Chicago December 8 and’ 
1942 (see Traffic World, Dec. 12, 1942, p. 1425). 
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Cc. AND S. AIR MAIL PAY RATE Brothe 

The Civil Aeronautics Board has announced that it Robert 
denied a motion of Chicago and Southern Air Lines, Inc, tt men's 
postpone the effective date of a proposed change in its mal TI 
pay rate. The present rates of the carrier over its system yield compl. 
about 30 cents an airplane mile and on Jan. 11, 1943, the bowl pected 
ordered it to show cause why the rate shouldn’t be reduced i knowr 
0.3 mill “per pound mile.” Brothe 

Chicago and Southern contended that its present ratty to me: 
should be continued until it had accumulated net earningy Sions | 
equivalent to a 10 per cent-annual return on its average invet additic 
ment from the beginning of its operations in 1933 and sufficiett expen: 
reserves to equalize its earnings with those of other air a 
riers with whom it was in competition and who accum 
large reserves as a result of excessive mail rates collected it 
the pendency of rate proceedings. The airline estimated that 
would require that its present rate be continued in effect 
approximately March 1, 1944. 

In the board’s opinion, Chicago and Southern did not sho¥ 
in what respect the rate of 0.3 mill “per pound mile” propose 
in the show cause order would fail to provide it with sufficiet 
funds to enable it to render the public service expected of it 
The proposed rate was admitted by the airline to be sufficiell 
to meet all of the reasonable operating expenses, depreciatidl, 
and taxes, and to enable it to realize a reasonable return on 
investment, the board said. 













TIMKEN-DETROIT TRUCK LOADING POSTER 
The Timken-Detroit Axle Company is distributing a Bae 
24 by 31 inches in size, entitled “How to Load a Truck.” # 
series of sketches show effects of proper and improper 10a 
distribution in trucks and trailers. 
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Railroad Strike Vote 


More than 600 general chairmen of the five railroad brother- 
hoods, in joint session at the Morrison Hotel, Chicago, Octo- 
per 23, unanimously voted to submit a strike ballot to their 
members. The action came after separate meetings of the 
chairmen of each of the unions (see Traffic World, October 23, 
p. 1003). The resolution adopted at the joint meeting rejected 
the recommendation of the emergency board for a wage in- 
crease of 4 cents an hour, or 32 cents for an eight-hour day, as 
compared with the demand of the brotherhoods for an increase 
of 30 per cent with a minimum daily money increase of $3. 
The resolution was that “the subject matter be referred to our 

tive memberships in the form of a strike ballot for their 
review and consideration of the findings of the emergency 

and their recommendations for further procedure in an 
effort to obtain a satisfactory settlement of our wage demands.” 
It called for the formation of a committee of fifteen, three 
from each of the brotherhoods, “to cooperate ‘with the officers 
in the preparation of a strike ballot and its distribution.” 

At a conference of the chief executives of the five organi- 
zations, after the joint meeting, it was said that it would 
take about a month to distribute, collect, and count the ballots. 
A strike vote of the membership of the brotherhoods, it was 

inted out, was customarily merely recommendatory, and 
that would be the case with this one, under the terms of the 
resolution. As in the past, however, it was indicated that the 
thief executives would undoubtedly act in accordance with the 
recommendations of the members as shown by the return of the 
ballots. Should that return recommend a strike in order to 
enforce the demands of the unions, the details, such as the 
setting of the date, would be in the hands of the five brother- 
hood heads. 

The general chairmen of the Brotherhood of Railway 
Trainmen, at their meeting, voted to give A. F. Whitney, presi- 
dent, power to seek a two-weeks’ vacation with pay for train- 
men; a revision of the rule which now sets the beginning of 
overtime for trainmen in suburban and short turn-around serv- 
ice at eight hours within a ten-hour period, so as to make 
that overtime start at eight straight hours or 7% hours within 
the ten-hour period, and expenses for trainmen when compelled 
toremain away from home overnight. 

In addressing his meeting, Mr. Whitney said that labor’s 
“no strike pledge” had lost its meaning in view of the inability 
of the government to stabilize anything but wages. He laid 
the blame for that on Congress. He had a great deal of sym- 
pathy with the President, whose difficulties were “not with 
labor or labor leaders, but with a combination of mountebanks 
and reactionaries and demagagues which have control of Con- 
gress,” he said, adding that he believed the executive branch 
of the government had been “stalling and delaying a show- 
down” in the railroad wage issue, “hoping against hope that 
Congress would awaken to its patriotic responsibilities and hold 
its end of the line against inflation.” 

The heads of the four other operating unions said they had 
no plans for making demands similar to those the trainmen had 
voted to make. The other unions and their top executives are: 

Brotherhood of Locomotive Engineers, Alvanley Johnston; 
Brotherhood of Locomotive Firemen and Enginemen, D. B. 
Robertson; Order of Railway Conductors, H. W. Fraser; Switch- 
men’s Union of North America, T. C. Cashen. 


The committee entrusted with drafting the strike ballots 
completed its work October 25. All of the ballots were ex- 
pected to be distributed by the end of that week. It became 
known that the ballots to be marked by the members of the 
Brotherhood of Railway Trainmen differed from those going 
to members of the other four unions in that they made provi- 
Sions for voting on a number of changes in working rules. In 
addition to those proposing vacations with pay, payment of 
expenses for time away from home and a change in the “eight 

urs in ten” rule, the ballot asked for opinions on a proposed 
train-length limit rule; on time-and-a-half overtime pay in 
passenger service and time-and-a-half pay for the second eight- 
hour shift in all services, and on pay for initial and final delay 
time at terminals. 


_ The carriers’ conference committee, representing the prin- 
cipal railways in the east, west and southeast, announced it 
had advised the individual railroads that a wage increase of 
cents an hour, or 32 cents “per minimum basic day,” to 
train, engine and yard service employes should be made effec- 
tive, retroactive to April 1, 1943, in accord with the emer- 
gency board’s recommendation in the operating employes’ case 
and the announcement of Economic Stabilization Director Vin- 
Son that he would not disapprove the recommendation. 
_.Under the wage stabilization program of the government, 
Said the committee, a wage increase recommended for rail- 
Toad workers by an emergency board became effective if not 
Pproved within a period of 30 days by the Director of 
nomic Stabilization. It said the railroads were now taking 
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the necessary steps to place the increased wages in effect 
and to calculate the back pay covering the period of almost 
seven months since April 1. 

“Our advice to the individual railways that the wages of 
operating employees be increased,” said the committee, “rep- 
resents, on the part of the railroad industry, a complete com- 
pliance with both the letter and the spirit of the railway labor 
act, of the stabilization act, and of the various executive orders 
which have been issued in connection with the settlement of 
wage problems on the railroads during the war.” 

“Non-Ops” Also 

In announcing, Oct. 26, that they had issued strike ballots 
to their members and that the ballots were to be returned 
by Nov. 25, chiefs of the fiteen non-operating railway employe 
unions declared that, on request by President Roosevelt, they 
had accepted, May 27, the “disappointing” 8-cent wage increase 
recommended by the emergency board and that it was their 
understanding then that overtime rates of pay for hours in 
excess of forty hours a week also would be approved. 

The union leaders distributed, with the ballots, a statement 
outlining the developments in their wage increase negotiations 
since the filing of their demands on the railroads, in September, 
1942, for an increase of 20 cents an hour. They said the strike 
ballot had been made necessary by unwillingness of President 
Roosevelt, Stabilization Director Vinson and War Mobilization 
Director Byrnes to approve an agreement by the unions and 
management for putting an 8-cent wage boost into effect. 

The “non-op” leaders described the action by Director Vin- 
son in disapproving the recommendation of the emergency 
board as “arbitrary and capricious.” 

According to the statement, the union chiefs were advised 
in a conference with the President Sept. 16 that the lower-paid 
employes would have to have larger increases than those in the 
higher-paid brackets. The union heads said they agreed to 
that and reached an understanding with the President that 
increases ranging from 7 to 10 cents an hour but totaling not 
more than $204,000,000, the amount recommended by the 
emergency board would be approved. Their statement con- 
tinued, in part, as follows: 

At the President’s request, we met Mr. Byrnes later that day and 
discussed this proposed scale of wage increases with the understanding 
that he would discuss same with Director Vinson to the end that they 
would both be informed when they attended a conference which the 


. President was to have with them later that day. 


We heard nothing further from the President that day but on Sept. 
17, 1943, the President’s secretary telephoned us and read a memoran- 
dum from the President to the effect that later on the 16th, in review- 
ing the matter with Messrs. Byrnes and Vinson, certain matters had 
come up that had caused the President to conclude to defer further 
action on our wage case until the emergency board which was handling 
the dispute of the train, engine and yard service employes filed its 
report, 

This report was filed with the President Sept. 25, 1943, and the 


board recommended a general increase for these employes of 4 cents an 
hour effective April 1, 1943. 


Later, according to the statement, the union spokesmen 
were informed that the understanding reached with them 
Sept. 17 for a wage boost of 7 cents an hour to the higher-paid 
“non-op” employes could not be carried out and that those 
employes could be allowed an increase of only 4 cents an hour. 
The statement contained a declaration that the special emer- 
gency board appointed by the President Oct. 16 was not ap- 
pointed under provisions of the railway labor act and could 
only make an advisory report “which is required to be in 
conformity with the opinion (over-ruling the 8-cent. increase) 
of June 30, 1943, of Director Vinson.” 

Representative Miller, of Missouri, described the situation 
with respect to wages of non-operating rail employes as a 
“manifest injustice” and averred that it bore “all the earmarks 
of being a political football.” 

“One could safely hazard the prediction,” he said, “that 
the President will at the appropriate time insist upon some 
other board or agency overriding Mr. Vinson’s order and then 
claim the credit for the very small raise in wages to which 
everyone concedes these men are so justly entitled.” 

Representative J. Leroy Johnson, of California, in a state- 
ment inserted in the Congressional Record, took the position 
that the non-operating employes were entitled to the wage 
increase they sought and said these employes had performed 
an almost superhuman task in working with management to 
handle the great volume of war traffic. 

Representative Rees, of Kansas, said he could not see 
why an 8-cent increase for railroad workers was inflationary, 
when employes in war plants with far less experience were 
receiving much higher pay for their services. 


Emergency Board Hearings 


Donald R. Richberg, one-time administrator of the National 
Recovery Administration, speaking as one of the attorneys for 
the 15 non-operating brotherhoods as a special emergency board 
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appointed by the President began hearings Oct. 28 in Wash- 
ington pursuant to the President’s executive order of Oct. 16 
(see Traffic World, Oct. 23, p. 1002), contended that the con- 
tract signed Aug. 7 by the unions and the railroads’ conference 
committee was legal and binding and that the action by Director 
Vinson, under “claimed authority,” disapproving the wage in- 
crease recommended by the Sharfman board, was taken with- 
out notice or opportunity to the parties to be heard and without 
any provision for a judicial review of the action taken and, 
therefore, violated the “‘due process” clause of the Constitution. 

Members of the special emergency. board at the hearing 
Oct. 29 were: Elwyn R. Shaw, Springfield, Ill., former chief 
justice of the Supreme Court of Illinois, chairman; Richard 
F. Mitchell, Fort Dodge, Ia., former chief judge, Supreme Court 
of Iowa, and Walter C. Clephane, attorney, of Washington, D. C. 

Mr. Shaw and Mr. Clephane suggested that the unions, 
rather than undertaking a strike vote “in time of war,” could 
go into court and obtain a writ of mandamus to obtain pay- 
ment of the wage increases involved in the contract of Aug. 7, 
which contract, Mr. Richberg said, remained valid because, he 
contended, there had been no grant of authority under the 
stabilization act to prevent the carriers signatory to the agree- 
ment from carrying into effect the terms of the agreement. 
Mr. Richberg took the position that taking the matter to 
court would not afford the relief sought because many months 
might elapse before there was a decision, and in the meanwhile 
the manpower crisis that, he said, was the result of the delay 
in effectuation of the wage increase agreement, would become 
aggravated. 

. Frank L. Mulholland appeared as counsel for the brother- 
hoods, in addition to Mr. Richberg. Attorneys appearing for 
the railroads were: Jacob Aronson, vice president of the New 
York Central and chief counsel of the carriers’ conference com- 
mittees; William T. Joyner, division counsel of the Southern 
Railway and counsel for the southeastern carriers’ conference 
committee, and Bruce E. Dwinnell, general attorney for the 
Rock Island and counsel for the western railroads’ conference 
committee. 

In the discussion of possible court proceedings, Mr. Mitchell 
observed that a valid contract would have to be shown, or the 
petition for a writ of mandamus would fail. Mr. Shaw asked 
Mr. Richberg whether, if the contract were approved by 
Director Vinson, the unions would regard it as legal, and 
Mr. Richberg said they would not, but that the carriers would. 
Mr. Aronson asserted that, in the absence of approval of the 
contract by Director Vinson, the unions had not even asked 
for the wage increases. 


Board Called “Advisory” 


Mr. Richberg averred that the special emergency board, 
“not being created under the railway labor act or having been 
otherwise granted any authority to decide issues or make 
recommendations having any binding force or legal conse- 
quence, should be regarded by the parties as a purely advisory 
board to which no questions can be or should be properly 
presented for decision.” He said that no one had yet con- 
tended that the power to fix wages in the railroad industry and 
to make contracts for employers and employes binding on 
both parties had yet been vested in any government authority. 
He cited section 7(1) of the railway labor act, in that connec- 
tion. 


“The functions of this board,” he said, “may be purely 
advisory, but the selection of three eminent lawyers indicates 
a clear understanding that the board could not render useful 
advise without giving careful consideration to legal issues... . 
If the members of this board were convinced that the President 
and his delegated representatives were proceeding without 
authority and in violation of constitutional limitations, surely 
they would not stultify themselves by advising a continuation 
of unlawful proceedings and the issuance of further unlawful 
orders. .. .” 


Mr. Richberg maintained that the wage increase involved 
in the report of the emergency board that Director Vinson 
disapproved would not affect the cost of living and would not 
be in contravention of the stabilization act of Oct. 2, 1942. 
He said that the wage increase provided in the agreement of 
Aug. 7 admittedly did not furnish the basis for increased 
transportation rates. He placed the text of the agreement in 
the record. It showed that the increases under its terms would 
be 8 cents an hour, with a minimum of 54 cents an hour, the 
increases to be retroactive to Feb. 1, 1943. 

Mr. Clephane, referring to Mr. Richberg’s use of the word 
“admittedly,” wanted to know by whom the admission had 
been made. Mr. Richberg said that had been the position of the 
emergency board and the carriers. Mr. Aronson wondered who 
had made such a representation for the carriers. Mr. Richberg 
= gatha was his understanding the carriers had taken that point 
of view. 

Mr. Richberg said the stabilization act of Oct. 2, 1942, did 
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not require the freezing of wages. Stabilized wages were; 
the same as frozen wages, said he. He said the dictiongy 
definition of the word “stable” was ‘not easily moved; not gy 
ject to sudden change.” On that basis, he contended, raj 
wages must be regarded as “stable.” 


Rail Wages “Stable” 


He said the railway labor act had provided for many ye, 
the processes for stabilizing wages in this industry and that; 
was questionable whether there was any need recognized } 
Congress to provide additional legislation to stabilize wages; 
the railroad industry. There could be no question, he averpg 


' 


that the stabilization act was directed primarily to the nom 


of stabilizing prices and wages in industries other than 4 
railroad industry. The President’s executive order pursug 
to that act was limited in its application to the stabilization, 
prices and wages “affecting the cost of living,” he said. 

Mr. Richberg quoted a statement by Director Eastma! 
of the O. D. T., issued Sept. 1, that “the indications are 
that the railroads of the country are headed for a manpovwal 
crisis unless extraordinary measures are taken quickly to for 
stall it.” He said the emergency board told the President in iy 
report of May 24 that var?ous crafts among the employes hey 
involved “received sharply lower wage rates than those paj 
to comparable groups in non-railroad industries,” and he a 
that more than 1,045,000 new employes were hired by th 
railroads in a recent 12-month period, with only a net gain iy 
total employment of approximately 100,000. He gave “statistig 
of the Railroad Retirement Board and of the Interstate Com 
merce Commission” as authority for that statement. 


He noted that the President’s executive order establishin 
the Office of Economic Stabilization called for development ¢ 
a policy for the purpose, among others, of “facilitating th 
prosecution of the war.” 

“It is entirely clear,’ he said, “that the agreement @ 
August 7, 1943, would have no effect upon the cost of livig 
and that it would help to stop the migration from the railroai 
industry to other industries and would facilitate the prose 
tion of the war. .. . There can be no question that under t¥ 
policies outlined in the President general order (Executiy 
Order No. 9250, providing for approval by the National Wa 
Labor Board of increases in wage rates) .. . the National Wa 
Labor Board, if it had been delegated any authority of tk 
President over railroad wage agreements, would be compelle 
to approve the agreement of August 7, 1943.” 

He said the carriers, in entering into that agreement, d 
not wish to bind themselves to it if its terms were in cont 
vention of any law, or to carrying out any agreement subjet 
to executive approval without being assured of such approval§ 

“Although no formal action has been taken by the Pre 
ident or his delegate to disapprove the agreement,” he (or 
tinued, “the carriers naturally hesitate to make payments i 
accordance with its terms unless they are assured of executiv 
approval or at least the absence of executive approvel. ../ 

He declared it was the duty of the President and his 
deputies to provide for the making of “exactly such wage at 
justments as are provided in the contract of August 7, 1% 
in order both to aid in the effective prosecution of the war ant 
to correct gross inequities.” 


Legal Status of Vinson Action 


Under the railway labor act, either carriers or employé 
were legally free to disregard emergency board recommends 
tions and to enter into agreements varying from such recoit 
mendations, he said. Accordingly, he contended, the Stabiliz 
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tion Director’s order of June 22, “disapproving recommend: 
tions which would have no legal consequence,” might itself hi 


rerarded as having no legal consequence. 
He added: 3 


There is no doubt that the director’s order of June 22 and his sub 
sequent opinion of June 30 had the practical effect of at least clouding 
the validity and enforceability of a contract between the carriers @ 
their employes. The order did not, in fact, prevent the exercise @ 
liberty of contract because the parties regarded themselves as Stil 
free to make a contract. But to the extent to which that order ha 
prevented the carrying out of the terms of the contract of August 1 
1943, it amounted certainly to an interference with liberty of contrat 
and is, in fact, depriving the employes of the enjoyment of wages ! 
which they are entitled under the terms of the contract. . . . Neitht 
the law written in the stabilization act nor the executive orders issuél 
under authority of that act authorized the action taken by the Direct 
of Economic Stabilization in the order of June 22 and the opinion ® 
June 30. ... 


It had been repeatedly held by the U. S. Supreme Couft 
he said, that due process of law required notice and opportl 
nity to be heard, and, he added, these could no more be @ 
pensed with by an administrative tribunal than by the coum 
He contended, further, that under the principal declared by 
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ere y me Court in “the Morgan cases,” including Morgan vs. 
“tionary ed States, 304 U. S. 1, a decision by the head of a govern- 
10t Si ont department on the basis of information furnished him 
ailPoai a delegate and not on the basis of first-hand information 
ined at a hearing was unlawful. Mr. Mitchell observed 
hat if Congress had the right to delegate to the President the 
fower to fix wages, the President could delegate the power to 
‘omebody else, and that Director Vinson in reality was acting 
President. 
OS the course of discussion, Mr. Richberg said the unions 
vould decline to “submit to the jurisdiction” of the special 
smergency board “under any circumstances.” _ , 
Mr. Shaw said the board was not considering the case in 
ne light of the wage dispute, but was considering it from the 
tandpoint of the stabilization act. Mr. Clephane reiterated his 
ontention that the proper tribunal before which the unions 
ould appear would be a court. Mr. Shaw wanted to know if 
here were any findings of fact in the Sharfman report to which 
xceptions were taken as to their accuracy, but none of those 
present at the hearing voiced any objection. 
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Eastman Hopeful 


Director Eastman, saying he appeared before the board 
at its request and “‘without consultation with any other agency 
if the government submitted,” a statement in which he de- 


/es her 
SE paid 


by ibed existing manpower shortages of the railroads, ex- 
Fer pressed the view that Director Vinson’s action disapproving 
- oa e &cent wage increase did not preclude “increases.of some 


xtent and character in the wages of the employes concerned,” 

ond voiced the hope that the board would reach its conclu- 

sions “as speedily as possible.” } 

He said he would not, and could not if he would, criticize 
(Continued on page 1086) 


















Pacific Electric Wage Case 


Economic Stabilization Director Vinson has approved a 
eommendation of the special emergency board in the Pacific 
Blectric wage case that the wages of motormen and conductors 
mgaged in passenger service on the Pacific Electric Railway in 
California be increased 5 cents an hour. Such an increase, 
ded to the 3 cents an hour approved by Director Vinson 
july 19, will mean a total increase of 8 cents an hour. In his 
pinion the director discussed the question of wage increases 
penerally and the government’s wage stabilization program. 
“This action means that the approved rates for passenger 
motormen and conductors are now 85 cents an hour for double 
mirack operations, 90 cents for single track operations, and 95 
tents for one-man-car operations,” said the Office of Economic 
stabilization. ‘These key rates are identical with the ones 
stablished by the National War Labor Board for the Los 
Angeles Electric Railway.” 

In his opinion in the case, Director Vinson explained that 
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a me arlier an emergency board appointed from the National Rail- 
7198 vay Labor Panel had .recommended in May an increase of 13 
war and fents an hour for the employes of the Pacific Electric involved 






n this case. He said he disapproved 10 of the 13 cents. The 
lispute over wages continued and the President appointed the 
special emergency board that recommended the 5-cent increase. 
The director pointed out that the War Labor Board had 
dered a 5-cent increase on the Los Angeles Railway. 









Government’s Wage Program 


“I therefore approve the recommendations of the special 
fmergency board in this case upon the principle that it is in 
kccordance with the new minimum sound and tested going rate 
or similar work in the labor market area,” said Director Vin- 
son, adding: 
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It may be that some may not be completely satisfied with this re- 
t. To them I should like to point out that they have had their case 










riers aig@onsidered under the standards that have been applied to all wage 
-ercise dg™mcreases, In order to have a fuller understanding of what that means, 
$ as shall briefly outline the government’s wage stabilization program. 
order has At the outset, let it be made clear that the government is under 
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0 illusions that all workers in the country are receiving precisely the 
ame pay for work that is of equal difficulty and importance. Nor is 
mat end being sought. The government could scarcely hope to arrive 















. Neitheg#t this Utopian state in war time when the forces of a free market fall 
rs issuel@hort of the goal in peace time. 

» Directot During war, added stresses come in to play against the struggle 
pinion 00 have certain wage rates in a just relationship to other wage rates 






nd to have wages and prices in fair alignment. With a shortage of 
“npower and with fewer goods than we have money to spend, both 







e Court mses and prices tend to rise and both tend to jack up each other. 
opportir will agree, I believe, that we must not permit an incessant rising of 
“be di Nees and wages in which all of us will be hurt and hurt badly by the 





evages of inflation. As to the method of controlling wages and prices, 
were can be a difference of opinion, but we are now in the middle of 
eectuating a program in which the policy has been set. 
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The cornerstone of that policy is the statutory mandate that prices 
and wages are to be stabilized as near as practicable to the September, 
1942, levels. As respect wage increases, this means that the general 
rule is that there are to be -none. . 

This general rule is subject to no major objections. It is true that 
we do not now have a perfect balance in wages between plants within 
an industry, or in wages between industries, or between wages and 
prices, but we never have had, and, unfortunately, probably never 
will. This freezing of wage rates results in no inequities greater than 
those which existed without government control. With our. nation 
struggling for its existence, it is not the time for each of us to exert 
his energies in improving his lot rather than in improving’ the fight 
we carry to the enemy. A soldier in a front line pillbox, confronted 
with the awfulness of war, could searcely understand values measured 
on the cents per hour Smith receives against the cents per hour Jones 
receives. 

To the general rule that there are to be no wage increases, some 
exceptions have been made ‘in the attempt to attain even greater 
overall fairness and to lesserf some of the gross inequities that may 
exist. If the wage increase will-not unstabilize wages in the com- 
munity, and if the present wages are substandard, or below the mini- 
mum sound and tested going rate for comparable work in the area, 
or below the January 1, 1941, level plus 15 per cent, wage adjustments 
may be made. Thus part of the inequities of our peace time wage 
structure may be alleviated. In addition, with the encouragement of the 
War Labor Board, reclassification plans looking toward more rational 
job evaluations and wage rate relationships within industries have 
made progress. 

Inflation the Issue 


Those who now object to the results in their individual wage ad- 
justment cases because the government has disapproved or modified 
their expectations have drawn the issue in clear terms. The clear 
issue is whether we are to support the President’s hold-the-line pro- 
gram against inflation or whether we are in favor of inflation; whether 
we are going to concentrate on giving all of our energies to do our 
part in winning the war, however small we sometimes feel it is, or 
whether we shall argue among ourselves as to whose wages are out 
of line now; whether we want the money we do receive to buy some- 
thing or whether we want to wonder how much less the war bonds 
we have bought will be worth next week. 

Those who are familiar with the relentless pressure know that 
there is no such thing as compromising with inflation. Either we must 
together exert every effort and every bit of intelligence we have to hold 
the line or we must‘each as individuals adjust our starting blocks so 
that we can join the race in which we will all be hurt much worse 
than any of us are now hurt. As stated, we do not have and cannot 
hope to have a wage program by which the government can guarantee 
that every man will receive exactly the same pay for exactly the same 
kind of work. We do have a program whereby, under the standards 
already mentioned, many of the extreme inequities can be lessened. 

In the instant case the workers will receive the same wages for the 
same work as their fellowmen on the Los Angeles Railway. -These 
wages may not be at shipyard and aircraft levels, but these workers 
with the approved increases will receive around $200 per*month. In 
addition these workers have certain seniority standing and certain op- 
portunities to be promoted to higher paid jobs in freight’ service. 
These opportunities cannot be translated into cents per hour, and more- 
over they illustrate one of the difficulties that we should have if we 
ever tried to follow a program which would insure precisely the same 
pay for the same work. : 

The special emergency board has reported that these men have 
done a good job and have exhibited great loyalty to their company 
and to their government: The government has devoted much time-and 
energy to their wage adjustment problem. The total result is an- 
nounced by this opinion, and while it may not come up to the expecta- 
tions of some of the workers, the men should know that their request 
for increased wages has been considered under the standards which 
are applicable to all, and that they may continue their work secure in 
the knowledge that the present administration will fight to hold the 
line against inflation with every resource it has. 


Track Wage Increases 


Increases in wages and other benefits for approximately 
500 employes of nine Utah and Idaho trucking operators have 
been ordered by unanimous vote of the National War Labor 
Board Trucking Commission. The employes are members of 
the International Brotherhood of Teamsters. In its announce- 
ment the commission said: 


For pick-up and delivery drivers, checkers and dockmen, hourly 
rates were increased from 71%c to 75c, which is identical with the 
rate established by the Trucking Commission for Denver local cartage 
drivers and dock workers. Over time for the ninth hour, formerly pay- 


-ing a 10c premium, was increased from 81%c to $1. Time and a half 


will continue to be paid after the ninth hour. 

For short line drivers, hourly rates were increased from 80c to 84c, 
maintaining the present differential with pick-up and delivery drivers. 
Overtime pay of $1.12 for the ninth hour was ordered, in place of the 
present 10c premium. Time and a half pay after the ninth hour was 
ordered continued. : 

Over-the-road drivers, numbering about 140, will receive an addi- 
tional 50c per trip. The union’s request for a change from trip rates 
to hourly pay was denied. The drivers will receive $1 per hour—after 
the first hour—for loading and unloading, in place of*the present rate 
of 50c after 1% hours and $1 only for the third and fourth hour. They 
will receive $1 an hour—after the first hour for delayed time at termi- 
nals in place of the present rate of 50c. For delayed time en route, 
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The Industrial Heart 
of America 


ONCENTRATED in the six states directly served 


by the Erie Railroad is the “Industrial Heart of 
America.” 


Mines, streams, and forests in this rich, fertile region 
furnish an endless supply of raw materials—coal, steel, 


petroleum, lumber, sand, lime, and a score of other 
products. 


From fields come abundant crops of soya beans, wheat, 
corn, oats, fruits, vegetables, and a great variety of other 
agricultural products. 


With all these natural resources, industry finds it more 
advantageous to be located in “The Erie Area.” For every- 
thing, from raw materials to ideal manufacturing condi- 
tions, is available here, and it is near the greatest American 
markets for finished products. 


The Erie Railroad serves well this great industrial heart. 


In war as in peace the Erie provides fast, safe, dependable 


transportation in bringing raw materials to industry and 
finished products to markets. 


Get the facts about “The Erie Area.” A copy of our new 
map of this region and specific information will be fur- 
nished without obligation. Write to George F. Weston, In- 


dustrial Commissioner, Erie Railroad, Cleveland, Ohio. 
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they will receive 50c after the first hour. The present rate is 50c for 
the second to twelfth hours, no pay for the twelfth to sixteenth hours, 
and a flat $2.50 per eight hours thereafter. 

A week’s vacation with pay after a year of service was ordered for 
all employes covered by the order, and the parties were directed to 
negotiate on details of the vacation provision. The year of service is 
to be measured from April 1, 1943, the date to which most provisions 
of the order are retroactive. The present contract, which became ef- 
fective April 1, 1942, with a provision for reopening on April 1, 1943, 
contained no vacation provision. 

The following companies are included in the case: Cotant Truck 
Lines and Orange Transportation Company, Pocatello, Idaho; Pacific 
Intermountain Express, Interstate Motor Lines, Garrett Freight Lines, 
Colorado-Wyoming Express, Arrowhead Freightlines, all of Salt Lake 
City, Utah; and Consolidated Freightways, Boise, Idaho. 


Truck Manpower Problems 


Summarizing three labor reports gathered in the field by 
the United States Employment Service and analyzed by his 
division, Otto S. Beyer, director of the division of transport 
personnel of the Office of Defense Transportation, says that the 
estimates of — needs for all types of help in the separate 
rubber-borne and local transit types of transport are: Truck 
lines, 338,000 workers, of which 325,000 are for replacement; 
intercity busses, 32,000 workers, of which 20,000 are for re- 
placement; and local transit, 64,500 workers, of which 56,000 
are for replacement. 

The manpower shortage has been reflected recently in a 
number of embargo notices filed with the Commission by vari- 
ous trucking companies, says Mr. Beyer, adding that such 
notices of inability to carry freight of some type and over 
particular routes have been reaching the Commission at the 
rate of about 40 a month in recent weeks. In half of the cases, 
he said, the companies gave manpower and equipment short- 
ages as the causes for the embargoes. 

The division of transport personnel found that the trucking 
firms had reported the greatest need for drivers, but listed 
mechanics as their next greatest shortages. One company was 
reported as assigning the same truck to a driver on every trip 
and then paying him a bonus for keeping the vehicle in good 
condition. Both intercity bus companies and local transit sys- 
tems, said Mr. Beyer, had also emphasized their shortages of 
vehicle operators and mechanics. Referring to long-haul truck- 
ing companies, Mr. Beyer said their personnel shortages were 
“across the board,” including drivers, mechanics, dock workers 
and other semi-skilled help. 

In an attempt to retard “quit rates,” he said, some of the 
. companies had resorted to exit interviews to ascertain the rea- 
sons for the quits. As a result, he said, some companies had 
found that guaranteeing a minimum number of hours and over- 
time pay had helped to reduce the turnover. Other companies, 
he added, were using various incentive plans, offering higher 
rates of pay for night work, low-cost meals, time off for per- 
sonal affairs, provision of recreational facilities with a trained 
director, and paying for “lay-over’” time and vacations. . One 
truck line reported, he said, that there had been an improve- 
ment in the moral of its workers from the publicity which had 
been given to the essential wartime job being done by the 
trucking industry. 

Mr. Beyer said that men and women were now in training 
in 72 cities under the mechanic training courses sponsored by 
the O. D. T. and the War Manpower Commission, and that 
some of the graduates of these courses would begin to relieve 
the situation in the near future. He said that the O. D. T. and 
its. maintenance advisory committees were pushing the program 
so that similar training would become available in most cities 
where mechanical help was needed in the automotive field. 

Mr. Beyer said the volume of traffic handled this year by 
truck lines, intercity busses and local transit facilities had 
reached record proportions. Referring to the activities of the 
long-haul trucking companies, he said their record for the first 
quarter of 1943 showed greater tonnage than the year before, 
notwithstanding a perceptible decrease in truck and tractor 
mileage brought about by O. D. T. conservation programs. 


USE OF PORT OF NEW YORK 

In response to an inquiry by the Queens (N. Y.) Chamber 
of Commerce as-to a report that the War Shipping Administra- 
tion was considering ordering certain operators to use ports 
other than New York, George E. Talmage, Jr., assistant director 
of the Office of Defense Transportation, said it was believed 
that New York and all other ports would have to be used to 
their absolute capacities to meet the coming war load, and 
that, accordingly, it need not be feared that the facilities of 
the port of New York would not be used to the full. It was 
pointed out that control of vessels for the individual services 
operated for the account of the War Shipping Administration 
was primarily within that agency’s jurisdiction but that there 
was no reason to believe that decisions were contemplated that 
would prevent full use of the port of New York. 
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Beyer on Labor Unions and War 


; Observance of labor’s no-strike pledge, active coopera 
in the recruitment of Negroes and women, objective inte 
tation of war policies and issues, and encouragement of im 
proved performance were “among the more significant things 
against which labor’s contribution to the war effort can 
measured,” said Otto S. Beyer, director of the division of 
port personnel of the Office of Defense Transportation in gy 
address before the Transport Workers’ Union of America in 
New York City, Oct. 22. 


“The war,” he said, “placed new and grave responsibilities 










upon labor unions. Most important, war meant that unionism # 





had to accept the status of a semi-public institution. Of 
there was no statute or judicial precedent to vest a labor union 
with the public interest. Nevertheless, the very nature of tota] 
war brought immediate acceptance of the view that labor, a] 
with all other private interests, was limited in its freedom of 
action by the threat to our national survival. The no-strike 
pledge which followed almost automatically upon the a 

on Pearl Harbor was labor’s own recognition of the fact. But 
there is more to it than that. War has given the labor move. 
ment opportunities to render public service along lines where 
it is uniquely fitted to act. How well any particular local op 
international union has done this job is, I submit, the gauge 
against which its wartime record must be measured.” 


_. He said that when wage stabilization became effective, 
wide disparities in wage rates for job involving similar respon. 
sibilities “added to the problem,” but that, bad as wage stabili- 
a might be to live with, there was no alternative short of 
chaos. 


Labor-management committees, he said, constituted ma- 

chinery for making effective a transformation of labor’s “tradi. 
tional defensive policies” into “a more positive approach toward 
industrial performance.” He saw a possibility that if wartime 
developments in labor-management cooperation carried over 
into post-war years, a system of joint responsibility for man- 
agement might develop at some future date, but he said he had 
no firm convictions on that matter. He said that, “for the 
moment,” labor had been wise to leave with management those 
duties and obligations clearly accruing to management, and 
that this meant that a labor-management committee should 
function not as a control device, but rather as a mutual effort 
to find ways of furthering the efficient operation of the enter- 
prise. 
“Some credit I think should go to the government,” he 
said. “The Office of Defense Transportation was directed by 
the President to provide guidance and leadership to the trans- 
portation industries. In carrying out this direction, its work 
has received relatively little attention, except on those few 
occasions when circumstances made necessary the issuance of 
orders which stepped on the toes of everybody. Then we got 
more publicity than we wanted and, for the most part, it wasn't 
very good publicity. On the whole, however, we believe we 
have been successful in our policy of channeling existing re 
sources of equipment and manpower into a wartime transporta- 
tion system.” 













Motor Conservation 


The Office of Defense Transportation has announced ap- 
proval of joint action plans of motor carriers providing for 
coordination of motor operations, as follows: 

Supplementary order O. D. T. 3, Rev. 87, Healzer Cartage 
Co., Hutchinson, Kan., and Riley Truck Line, Pratt, Kan., be 
tween points in Kansas; supplementary order O. D. T. 3, Rev. 
88, Lebanon Transfer Co., Inc., Lebanon, Ky., and McKinley- 
Nance Transfer Co., Inc., Campbellsville, Ky., between Louis- 
ville and Lebanon, Ky.; supplementary order O. D. T. 3, Rev. 
89, Graham Ship-By-Truck Co., Kansas City, Mo., Leonard 
Bros. Transport Co., Topeka, Kan., The Service Line, St. Joseph, 
Mo., and Watson Bros. Transportation Co., Inc., Kansas City, 
Mo., between St. Joseph, Mo., and Atchison and Topeka, Kan.; 
supplementary order O. D. T. 3, Rev. 90, 20th Century Delivery 
Service, Inc., Goodman Delivery Service, Reliable Delivery 
Service, Webster Delivery. Service, and United Parcel Service 
of Los Angeles, Inc., all of Los Angeles, Calif., between points 
in California; supplementary order O. D. T. 3, Rev. 91, Crowe 
& Co., Inc., The Laube Interstate Corporation, Lombard Broth- 
ers, Inc., and Shippers Express, Inc., of Waterbury, Conn., and 
Wooster Express, Inc., of Hartford, Conn., between points in 
Connecticut. 

Director Eastman has asked bus and taxicab operators t0 
revise their existing plans for possible emergency curtailment 
of their mileage in the “critical” months ahead. The request 
was directed to operators of a fleet of ten or more rubber- 
borne passenger vehicles who were asked last January to sub- 
mit plans for curtailment of mileage in event of emergency. 



































thoroug 
all terr 
reached 
time wc 
hand, it 
trons W 
short n¢ 
of the ¢ 
contrar 
applied. 

Mr 


of the 1 
in Chic 
layed t 
said th 
Chicag 
ing-car 
attemp 
time, a 
feasibli 
would 
space ¢ 
if the 
every | 
the rig 
would 
had th 
which 
report 
reserv 
the ra 
cernec 
O 
not be 
conce! 
who, | 
perso! 
readil 
ence « 
said h 
traffic 
declir 
charg 
mann 
I 
over 
contr 
origi 
In ce 
cipal 
short 
] 
tire]; 
railr 
Seng 
ques 


October 30, 1943 


The O. D. T. has approved a number of plans for coordi- 
P nated operations of taxicabs. 

It announced that the dairy industry would save 2,210,310 
truck miles annually under 12 industry transportation plans 
covering portions of Alabama, Georgia, Minnesota, North Caro- 
lina, Ohio, Tennessee and Wisconsin. By special order O. 
D T, B-49, the O. D. T. has approved coordinated operation be- 
tween Wheeling, W. Va., and Pittsburgh, Pa., by White Star 
Lines, Inc., Hagerstown, Md., Red Star Way, Inc., St. Clairs- 
ville, O., Pennsylvania Greyhound Lines, Inc., Cleveland, O., 
and Atlantic Greyhound Corporation, Charleston, W. Va. . 


us| Penalty for Reservation Abuses 


In the letter written by H. W. Siddall, secretary, Trans- 
continental Passenger Association, on behalf of all railway 
passenger associations, to the Office of Defense Transportation, 
expressing the opposition of passenger officials to an O. D. T. 
proposal that those making reservations be penalized a per- 
centage of their cost unless the reservations were cancelled 
three hours prior to train departure, Mr. Siddall said the matter 
was one of extreme importance to the railroads and the Pull- 
man Company, and that they would be the first to adopt any 
rule which would assure fuller use of all available berth space 
§ on their trains (see Traffic World, Oct. 23, p. 1028). 

‘ Mr. Siddall said that all phases of the subject had been 
thoroughly discussed at a meeting of committees representing 
all territories, held in Chicago, and that the conclusion was 
reached that “application of a penalty charge at the present 
time would not improve the traffic situation, but, on the other 
hand, it would produce severe criticism from legitimate pa- 





rad trons whose plans, under present emergency, are changed on 
' @ short notice.” This, said he, was the view of the large majority 
ward of the carriers in the country, although a very few lines held 
a contrary views “indicating that a penalty charge should be 
applied.” 
Sg “4 Mr. Siddall cited 11 reasons in support of the conclusion 
e had of the majority. Among these he cited the fact that tests made 
A. in Chicago and St. Louis had supported the opinion that de- 
te layed trains were the commonest cause of vacant space, and 
nae said that, as an example, one eastbound train arriving in 
‘fort Chicago had passengers holding tickets for 43 units of sleep- 
sitar ing-car space on connecting eastbound trains. Because every 
” attempt was being made to bring this train into Chicago on 
a time, and time was being made up, Mr. Siddall said it was not 
,” he @ feasible, until it had been finally determined that the train 
‘d by H would be late, for arrangements to be made to cancel the 
Tans- space out of Chicago and open for resale. He pointed out that 
work if the train had been made up and the space had been resold, 
few # every passenger on the train from the west would have had 
ce of M the right to expect that space called for by tickets they held 
© got @ would be furnished. It would not have been feasible to do so 
asnt # had the space been resold, he said. He cited another case in 
e we which time had been made up, although the train had been 
gE re reported to arrive in Chicago about three hours late. Had 
orta- reservations eastbound from Chicago been cancelled, he said, 
the railroads and the Pullman Company would have been con- 
cerned in about 40 duplicate sales, with no space available. 
One of the reasons cited by Mr. Siddall was that it was 
not believed that the requests or demands made by industrial 
concerns reflected the views of the average travelling citizen 
1 ap- who, he said, in the event there was a penalty charge would 
x for personally stand the loss, whereas industrial concerns could 
readily charge such items to their general expenses. Experi- 
rtage ence of the Pullman Company under its present refund tariff, 
, be said he, had been that the strongest objections had come from 
Rev. traffic managers of industrial concerns when refunds had to be 
nley- declined, and added it was fair to assume that the penalty 
ouis- an if made effective, would be attacked in the same 
v, nner. 
bess He said also that a large part of trouble was from a source 
seph, ™ Ver which the railroads and the Pullman Company had no 
City, control, namely, the transfer of sleeping-car tickets from the 
Zan. # "ginal purchaser to a hotel porter, broker, or tourist agent. 
ivery In certain sections of the country that was one of the prin- 
ivery cipal causes of unoccupied space and cancellation of space 
vied shortly prior to leaving time of train, he said. 
oints . He pointed out that the firm of Andersen & Co., “an en- 
rou tirely disinterested organization and not connected with the 
-otie railroads or the Pullman Company in the carrying on of pas- 
pi Senger traffic,” had made a thorough study of this and all other 
ts ia questions involved in the handling of passengers in sleeping 
s cars and parlor cars, adding that “it will be noted that in 
their very comprehensive and thorough report they definitely 
rs to recommend against the establishment of a penalty charge at 
ment this time or until other things have been examined and done 
juest @ to facilitate the cancellation of reservations.” 
os Railroads operating reserved-seat coaches had not experi- 
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enced any particular difficulty in failures to cancel reserva- 
tions, he said, and while the matter was being studied con- 
tinuously, it was the view of the railroads that nothing would 
be gained either by discontinuing the making of reservations 
in certain coach trains, or by establishing some new charge 
against passengers using those trains. pre 

The railroads and the Pullman Company were continuing 
to study the matter of vacant space on trains and improved 
arrangements for the public to obtain sleeping-car reserva- 
tions, said he, looking toward the maximum use of all avail- 
able space. That was, and always had been, the goal of the 
railroads, said the letter. 


Return of T. P. & W. 


Possible return of the Toledo, Peoria, and Western Rail- 
road to its owners will be discussed at a conference in the 
office of Director Eastman of the O. D. T., at Washington, 
D. C., on November 2. Participants will be representatives of 
the O. D. T.; Wayne L. Morse, public member of the War Labor 
Board; representatives of the claim division of the Department 
of Justice, and George P. McNear, Jr., president of the T. P. 
and W. 

Arrangements for the conference were made after receipt 
at the Office of Defense Transportation of a letter from the 
War Labor Board. The letter was in reply to a request made 
on the O. D. T. by Mr. McNear in August that his railroad be 
returned to him to be operated under working rules prescribed 
by the W. L. B. as subsequently modified by the O. D. T. Di- 
rector Eastman had sent Mr. McNear’s letter to the W. L. B. 
for the latter’s action under the executive order of March 21, 
1942, directing the O. D. T. to take control of the railroad. 

Early in September the W. L. B. announced that, before 
the railroad was returned to its owners, the latter must fully 
and completely accept the decision of the W. L. 'B. in the mat- 
ter of working rules and rates of pay, regardless of modifica- 
tions made by Director Eastman. It was said, at the time the 
W. L. B. arrived at that decision (see Traffic World, September 
4, p. 528) that a letter embodying it would be sent to Director 
Eastman. The letter was not sent until the end of last week. 
Its contents were not made public in Washington. Jack Garrett 
Scott, O. D. T. general counsel, said a copy of it would be 
sent to Mr. McNear in Peoria, but at the time Mr. McNear 
left for Washington, October 29, he had not received it. 

Participation of the claims division of the Department of 
Justice in the conference, Mr. McNear said, was necessary be- 
cause of the fact that the railroad corporation intended to file 
a claim for compensation by the government for the use of its 
property. 


New Truck Operations Ban 


All truck operators in the nation were forbidden Oct. 
25 by Director Eastman, of the Office of Defense Transporta- 
tion, to inaugurate new truck operations or extend present 
routes or delivery areas without obtaining prior approval of 
the O. D. T. The action was taken in amendments to three 
of O. D. T.’s general orders. 


The amendments forbade any motor carrier to increase 
his mileage by extending his operations into areas or over 
routes not now served by the carrier. 

All truck operators performing over-the-road, local, 
cartage and pick-up-and-delivery operations were affected. 

Any of these carriers—private, contract or common—who 
desired to extend operations or establish new ones must first 
obtain the approval of the O. D. T., under the amendments. 


In the case of private operators, the O. D. T. said, prior 
approval would not be required for a change in routes within 
a delivery area, provided the change consisted of a consolida- 
tion of existing routes or the substitution of a new route for 
an existing one. However, it said, if the consolidation or 
substitution resulted in an enlargement of the delivery area 
or an increase in total route mileage, prior approval must still 
be obtained. 

All requests for approval of new or extended operations 
must be made in writing to the carrier’s district office of the 
O. D. T.’s division of motor transport. 

Before the O. D. T. district office would approve any such 
extension or inauguration of operations, the O. D. T. said the 
carrier would be required to show that the new service was 
“necessary to the'war effort or to the maintenance of essential 
civilian economy.” : 

In announcing the new regulations, Mr. Eastman said: 


The increasingly critical truck situation now makes it mandatory 
that a careful evaluation of new operations requiring additional truck 








1074 


mileage be made in the light of their value to the war effort and the 
civilian economy. 

Under the regulations now ordered, this evaluation will be made 
by the district managers of the division of motor transport, who have 
been instructed to approve only those applications which show con- 
clusively that the new or additional operations will aid directly in the 
prosecution of the war or in the maintenance of the essential civilian 
economy. 

All operators will have the right to appeal a district manager’s 
decision, of course. But I hope that operators will not request per- 
mission to extend their routes or areas unless they themselves are con- 
vinced that the additional truck mileage is unquestionably necessary 
to the country’s welfare. 


The amendments issued Oct. 25 were amendment 4 to 
General Order O. T. D. 3, revised; amendment 1 to General 
Order O. D. T. 6A; and amendment 6 to General Order O. D. 
T. 17, all effective Oct. 25. 


New OO. D. T. Carloading Order 


Loading requirements for carload freight remain sub- 
stantially the same, says the Office of Defense Transportation 
in explanation of the issuance of its General Order O. D. T. 
18A, effective Nov. 1, and concurrently issued special directions 
O. D. T. 18A-1, 18A-2, and 18A-3, and general permit O. D. T. 
18A-1 (see Traffic World, Oct. 23). The new general order 
supersedes General Order O. D. T. 18, revised, as amended, and 
revokes outstanding special directions issued in connection with 
General Order O. D. T. 18 (see Traffic World, Oct. 23, p. 1027). 

The O. D. T. pointed out that the new order was being 
issued at a time when O. D. T., the Commission, the shippers’ 
advisory boards, the Association of American Railroads, and 
other shipper groups were inaugurating a campaign to increase 
railroad efficiency by 10 per cent, and said that strict adherence 
to the letter and spirit cf the new order would constitute a 
major factor in the success of the drive to get more work out 
of the country’s transportation facilities in the critical months 
ahead. 

The new order, directions, and permit, O. D. T. said, were 
issued to bring together all outstanding special directions and 
general and special permits, and to clarify administration of 
O. D. T.’s carloading regulations. O. D. T. pointed out an im- 
portant new provision in General Order O. D. T. 18A, directing 
rail carriers to publish specific tariff rules governing the 
restowing or rebracing of carload freight at intermediate 
destinations to apply on carload freight transported subject to 
the consolidation privileges provided for in the order. This, 
it was said, would make it possible for rail carriers to publish 
charges for restowing and rebracing carload freight after 
partial unloading at intermediate destinations where the freight 
had been consolidated in a single car by not to exceed three 
consignors. 

Special direction O. D. T. 18A-1 deals with loading require- 
ments for certain listed non-perishable carload freight; special 
direction O. D. T. 18A-2 deals with loading requirements for 
certain listed perishable carload freight; and special direction 
O. D. T. 18A-3 deals with loading requirements in connection 


Revenue Freight Loading 


Revenue freight loading the week ended October 23 totaled 
905,319 cars, according to the Association of American Rail- 
roads. This was 7,009 cars or eight-tenths of one per cent 
below the preceding week, 2,057 cars or two-tenths of one per 
cent above the corresponding week last year, and 8,286 cars 
or nine-tenths of one per cent below the corresponding week 
of 1941. 

Data prepared by the car service division of the A. A. R. 
follow: 





Revenue Freight Car Loading—Week Ended Saturday, Oct. 23 


Grain and Live 
grain-prod. stock Coal 
{ 1943 59,665 27,750 172,123 
Total all roads ...cccccccccccces { 1942 47,665 24,362 167,199 
(1941 35,083 20,378 165,228 
Preceding week October 16....... 1943 61,409 27,230 176,615 
Per cent increase over............ 1942 25.2 13.9 2.9 
Per cent decrease under.......... 1942 
Per cent increase over............ 1941 70.1 36.2 4.2 
Per cent decrease under.......... 1941 
{1943 2,175,048 652,798 7,077,985 
Cumulative 43 weeks to Oct. 23. 41942 1,784,970 578,937 6,929,370 
(1941 1,673,900 515,583 6,226,698 
Per cent increase over............ 1942 21.9 12.8 2.1 
Per cent decrease under.......... 1942 
Per cent increase over............ 1941 29.9 26.6 13.7 
Per cent decrease under.......... 1941 





Per cent to 15-year average 109.8. 
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requriements for bags, carbon dioxide (solid), cement, qj lantic se 
cotton, gas cylinders, egg case material, and other than per. tration f 
able freight loaded in single refrigerator cars. plies for 
a aaa idan aia The 
PUERTO RICO BUS SERVICE thus inc} 
The Office of Defense Transportation has issued amelie 2 ee 
ment No. 1 to General Order O. D. T. 27, effective immediatgjm Breve 
making certain changes in connection with regulations for ints ine : 
city motor carriers of passengers in Puerto Rico. oa =f 
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Officials of the Office of Defense Transportation, the lm 7x25: 1 


sociation of America Railroads, transportation services gay“ 3 


the armed forces, and others inspected at the Washingty ee. 
D. C., Union Station, Oct. 26, the first of the 400 new kitchalm aistrict 1 
cars that the American Car and Foundry Company is buildiys 3. A 
for the Defense Plant Corporation for use by the army. ment of 
The new car is equipped with two G. I. coal-burniygm schedule 
ranges, a galvanized sink, two water tanks, closets, shelve Th 
bread lockers, food bins, a service table, huge ice box and; : 
large work table—all arranged so as to allow maximum fre soa 
dom of movement for cooks and their assistants. There is mm “°° sf 
showerbath, with large hot-water tank, at one end of th ee 
ktichen car, for use by the cook and his crew. Tankage pn Coes Th 
vides storage space for 600 gallons of water, assuring an amp} r cel 
supply of hot and cold water at all times. The car is equipps Lin 
with twelve ceiling and eight side ventilators. Seven window aks 
on each side of the car provide day-time light, with overhes to 53.1. 
electrical fixtures illuminating the kitchen at night. Ta 
ine, ke ared | 
DETROIT MERCHANDISE CARS eke 
The Office of Defense Transportation has authorized tygm movem 
New York Central Railroad Co. to inaugurate 11 new less-cagm f¢ &! 
load merchandise cars, from Detroit, Mich., beginning Oct. % ~~ ; 
The cars will be permitted to move with less than the 20,igm ?: 4: 
pounds required by General Order O. D. T. 1 to Birmingham 
Ala.; Denver, Colo.; Jacksonville, Fla.; Marquette, Mich F 
Memphis, Tenn.; Milwaukee, Wis.; Minneapolis, Minn.; Omahi ru 
Neb.; and St. Paul, Minn. Ei 
_— two se 
FREIGHT COMMODITY STATISTICS wer 
The Commission has issued statement M-500, prepared WR corvic 
its Bureau of Transport Economics and Statistics, of freight vision 
commodity statistics of Class I steam railways for May, 194% froch 
showing freight traffic originated, freight traffic terminateli® poton 
total freight traffic carried, and freight revenue, by classes d S 
commodities and by regions. appea 
The compilation showed, as to both carload and lei at poi 
carload traffic, a total of 126,020,411 tons of revenue freigit% dispos 
originated, 113,834,085 tons terminated, total freight traf move: 
(including duplications) of 253,880,313 tons, and freight reven cars. 
amounting to $589,498,839. Carload traffic accounted {i gency 
2,990,520 carloads or 124,470,154 tons, of revenue freight orig age c 
nated, 2,775,545, carloads, or 112,268,402 tons of revenue freigh T 
terminated, total freight traffic (including duplications) dj or ge 
5,360,975 carloads, or 250,648,964 tons, and freight revenusg™ Bure: 
amounting to $559,132,080. As to forwarder traffic, includagm excey 
in the carload manufactures and miscellaneous, n. o. s. itemgm was 1 
the compilation showed a total 16,374 carloads or 316,106 tong to ec 
of freight originated, 17,164 carloads, or 374,994 tons, of revenli™™ any « 
freight terminated, total freight traffic (including duplicationigm the 
of 33,622 carloads, or 678,749 tons, and freight revenue amoull S 
ing to $6,870,003. Recor 
¢ 
eign 
Forest Mdse. a 
Coke Products Ore L.C.L. Miscellaneous Tot ¢ 
15,319 43,812 73,724 105,944 406,982 905,33 or m 
13,989 49,209 76,075 92,189 432,574 903,00 --.-) 
13,132 45,917 68,455 159,828 405,584 913,tme (8 F. 
15,148 45,121 78,293 104,162 404,350 912,38) ( 
9.5 14.9 i unde 
11.0 3.1 5.9 numl 
16.7 7.7 3 chan 
4.6 33.7 sg Orde 
619,895 1,837,695 2,442,253 4,152,573 16,181,016 35,130, ( 
602,538 2,091,544 2,655,563 4,796,670 16,421,281 35,960,80qm ment 
558,999 1,819,662 2,328,174 6,691,209 15,111,876  34,926,0ll me 
9 
‘4 12.1 8.0 13.4 1.5 . oo 
10.9 1.0 4.9 ‘ike 7.1 pac 
cran 
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Petroleum Transportation 


Fractional improvement in gasoline supplies in the At- 
Jantic seaboard area was reported by the Petroleum Adminis- 
tration for War in its weekly bulletin on east coast oil sup- 
plies for the week ended Oct. 23. | 

The heating oil position continued its favorable trend, 
thus increasing the present likelihood that it would be possible 
in the coming winter to supply ration demand on at least 
as good a basis as last winter, said the P. A. W. 

Several important developments, affecting the oil outlook 
for the east, were reported by Acting Administrator Ralph K. 
Davies. They were: 


1. The southwest emergency pipeline began moving more than 
50,000 barrels of west Texas crude oil from Corpus Christi to Houston, 
Texas, for trans-shipment eastward through the “big inch’’ pipeline. 
Much of this will be required for petroleum war production. 

9, Arrangements were made with Canadian authorities for the 
movement of 200,000 barrels of heating oil into the western part of 
district 1 (the east coast). 

3, Agreement was given by Canadian authorities to the relinquish- 
ment of 600,000 barrels of crude oil which had been purchased and 
scheduled for shipment. 
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The change in the gasoline and heating oil position on the 
east coast was shown by the American Petroleum Institute’s 
weekly index, which, for the first time, was broken down to 
show, by products, the amount of oil available for civilian 
consumption as compared with normal. 

These figures show that the east coast now has 34.9 

r cent of its normal automotive gasoline stocks, as com- 

with 34.2 for the previous week; and that heating oil 

stocks during the week increased from 51 per cent of normal 
to 53.1. : 

Tank car movement averaged 757,530 barrels daily, com- 
pared with 748,823 barreis daily the previous week. Kerosene 
stocks increased from 51 per cent to 51.6 per cent. Programmed 
movement of kerosene is sufficient, so that adequate supplies 
are expected, because of the fact that the transportation situ- 
ation is so much better this year than last, according to the 
P, A. W. 
















































































Fruit and Vegetable Orders 


Effective Nov. 5, the Commission, division 3, has issued 
two service orders covering restrictions on holding for diversion, 
reconsignment, or orders, of cars of fruits and vegetables. 

Service order No. 115-A suspends until Dec. 5, corrected 
service order No. 115, issued originally to suspend tariff pro- 
visions governing the diversion and reconsignment of cars of 
fresh or green fruits and vegetables, held at points south of 
Potomac Yard, Ve. (see Traffic World, Oct. 23, p. 1029). 

Service Order No. 70-A, issued at the same time, said it 
appeared that carload shipments of perishables were being held 
at points in the United States for diversion, reconsignment, or 
disposition orders, thereby impeding the use, control, supply, 
movement, distribution, exchange, interchange, and return of 
cars. It said that, in the opinion of the Commission, an emer- 
gency existed requiring immediate action to prevent a short- 
age of equipment and congestion of traffic. 

The provisions of the order were made subject to special 
or general permits issued by the director of the Commission’s 
Bureau of Service, Washington, D. C., to meet specific needs or 
exceptional circumstances. Each common carrier by railroads 
was required by the order to publish, file, and post a supplement 
to each of its affected tariffs announcing the suspension of 
any of the provisions therein and establishing the provisions of 
the order. The pertinent portions of the order follow: 


Section 95.35 Perishables—Restrictions on Holding for Diversion, 
Reconsignment or Disposition. (a) Application. 

(1) The provisions of this order shall apply to intrastate and for- 
eign shipments as well as to interstate shipments carried by any com- 
mon carrier by railroad subject to the interstate commerce act. 

(2) The provisions of this order shall not be construed to supersede 
or modify in any respect the provisions of Service Order No. 77 (8 F. R. 
--.-) or Corrected Service Order No. 115 (8 F. R. 4266), as amended 
(8 F. R. 6480; 8 F. R. 13262; 8 F. R. 14224). 

(3) Holding for diversion, reconsignment, or disposition orders, 
under the provisions of this order, shall be subject and limited to the 
humber of diversions, reconsignments, changes in consignee, and 
changes in place of unloading as authorized or permitted by Service 
Order No. 70 (8 F. R. 8515), as amended (8 F. R. 8515; 8 F. R. 8516). 

} i (4) The provisions of this order shall not apply to carload ship- 
35, 860,80 ments of perishables from the primary point of origin prior to the effec- 
34,9260 tive date of this order. 

(b) Definition. The term ‘‘perishables’’ as used in this order means 

y) fruits and vegetables, fresh or green, other than cold pack, including 

4m citrus fruit; potatoes; onions; bananas; berries, other than cold pack; 

cantaloupe; cocoanuts; corn, fresh or green, other than cold pack; 
cranberries; melons; and pineapples. 































































































































































































(c) Rules and regulations governing holding for diversion, recon-’ 
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signment, or disposition orders, suspended. The operation of any or all 
rules and regulations, with or without charges, in tariffs authorizing or 
permitting holding of carload shipments of perishables for diversion, 
reconsignment, or disposition orders is hereby suspended, except as, 
and to the extent provided in paragraphs (a) and (d) of this section. 

(d) Holding of cars for diversion, reconsignment, or disposition 
orders, restricted. Carload shipments of perishables held beyond two 
days (48 hours), exclusive of Sundays and bank holidays, after the first 
seven a. m. (7:00 a. m.) after arrival of the car at any point prior to 
delivery at the ultimate destination, and reforwarded upon request of 
consignor, consignee, or owner, will be subject to the basis in Note 1 
of this paragraph. 

Note 1.—The full local or joint (not proportional, reshipping or 
transshipping) rate to the reforwarding point, plus the tariff (not pro- 
portional reshipping or transshipping) rate from the reforwarding point, 
in effect on the date of shipment from point of origin plus all other 


‘applicable charges previously or subsequently accruing. 


CHRISTMAS TRAVEL 


In order to reduce the Christmas holiday traffic peak, the 
Office of Defense Transportation has asked college and prepara- 
tory school authorities to adopt the plan of releasing students 
not later than Dec. 15 and not requiring them to return before 
Jan. 11, or, if so long a vacation could not be permitted, either 
to begin the vacation period by Dec. 15 or end it on or after 
Jan. 11, fixing mid-week dates for both release and return of 
students. O. D. T. officials said they would prefer the first plan. 


Service Order 133 Cancelled 


The Commission, division three, by Service Order No. 
133-A, effective October 29, has cancelled Service Order No. 133, 
which prohibited rail carriers from accepting or moving re- 
frigerator cars loaded with fresh or green vegetables, using 
top or body ice, unless the bunkers were collapsed, or where 
ice was loaded in bunkers in addition to top or body ice. 


MOTOR EQUIPMENT SHORTAGE 


Representative Coffee, of Washington, in extension of re- 
marks in the Congressional Record of Oct. 27, said countless 
myriads of trucks were being retired from the highways for 
lack of parts every month. 

“The quotas for new trucks which have recently been set 
for the first two quarters of 1944 are so niggardly that the aver- 
age truck operator has but little chance of getting a replace- 
ment order filled,” said he, referring to War Production Board 
allotments of materials for trucks. 


ORANGE SERVICE ORDER 


The Commission, division 3, has issued service order No. 
148-A, effective Nov. 2, vacating service order No. 148, which 
placed shipments of all oranges from California and Arizona 
to destinations outside those states under a permit system (see 
Traffic World, Aug. 21, p. 429). 


LOADING AND UNLOADING CHARGES 


Representative Howell, of Illinois, has introduced H. R. 
3554, a bill adding the following sentence to paragraph (5) (a) 
of section 1 of the interstate commerce act: 


The published freight rates from station to station shown in sched- 
ules on file with the Commission shall contemplate and cover the re- 
ceipt and delivery of the loaded cars to and from the places of loading 
and unloading at industries, sidetracks, or other locations of origin and 
delivery, and include the services of handling the empty cars in the 
reverse direction. 


PAPER INDUSTRY AND TRANSPORT 


In view of the “critical transportation situation that affects 
the paper industry,” suggestions as to how the industry can 
conserve transportation in loading and delivering paper has 
been outlined by F. E. Hufford, special assistant to the director 
of the War Production Board pulp and paper division. 

At a meeting of the pulp and paper industry transportation 
advisory committee in Washington, the present transportation 
facilities were reported as heavily taxed. Even with Office of 
Defense Transportation orders requiring heavier loading, 
weekly carloadings were said to be running ahead of those of 
last year. Freight cars were also said to be moving over 
longer distances and ton-miles were reported to have increased. 
The industry, it is pointed out by Mr. Hufford, can conserve 
transportation facilities materially by loading cars as heavily 
as possible, loading and unloading without delay, cleaning cars 
immediately so that they will be ready for reuse, careful rout- 
ing to keep freight out of congested areas, and eliminating any 
unnecessary hauling. 

The critical period of the war lay ahead so far as the 
domestic transportation situation was concerned, it was ex- 
plained. The load on transportation facilities had increased 
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tremendously, but facilities had not been materially expanded, 
it was stated. 

The industry was urged to give every assistance possible 
to the government at this time and asked to employ all possible 
techniques to increase the efficiency and eliminate waste in the 
use of transportation facilities. 

Attention was also called to the motor vehicle transporta- 
tion situation which was also faced with serious problems such 
as the gasoline shortages and deficiencies in tire manufacturing 
capacities. For this reason the pulp and paper industry was 
urged to conserve truck transportation as well as rail trans- 
portation. 


RAIL EQUIPMENT INQUIRY 


A subcommittee of the Senate interstate commerce com- 
mittee will begin hearings Nov. 4 in the committee’s investiga- 
tion of the shortage of railroad equipment under S. Res. 185, 
providing for such an inquiry (see Traffic World, Oct. 23, p. 
984). Allocation by the War Production Board of materials 
for the construction of cars and locomotives will be a subject 
of inquiry at the hearings, it is understood. 

The subcommittee is composed of Senater Stewart, of Ten- 
nessee, chairman; Sentaor Johnson, of Colorado, and Senator 
Reed, of Kansas. 





CANNED GOODS IN REFRIGERATOR CARS 


As agent of the Commission under Service Order No. 156, 
R. B. Hoffman, manager of the refrigerator car section of the 
A. A. R. ear service division, Chicago, Ill., has issued general 
permit No. 1 as follows: 


(A) 1. Pursuant to authority vested in me by paragraph (b) of 
I. C. C. Service Order No. 156 of September 28, 1943, permission is 
granted, effective October 25, 1943, for: Any common carrier by rail- 
road, subject to the interstate commerce act, to transport canned goods 
in refrigerator cars originating in, destined to, or moving through the 
territory on or north of the southern borders of the states of Nevada, 
Utah, Colorado, Kansas, Missouri, Kentucky and Virginia. 2. Per- 
mission is granted for the transportation of canned goods in refriger- 
ator cars originating at, or destined to, any point in the United States 
when billed to move under refrigeration or heater service. Waybills 
shall show reference to this general permit. 

(B) The transportation of canned goods originating in, destined to, 
or moving through the territory south of the territory described in 
paragraph (A) above in refrigerator cars until November 15, 1943, will 
be subject to special or general permits issued by me under exceptional 
circumstances or when weather conditions require the use of refrig- 
erator cars. 


CITRUS FRUITS SERVICE ORDER 


Reicing of citrus fruits originating in Texas, and the salt- 
ing of bunker ice in refrigerator cars containing citrus fruits 
originating in Florida, unduly impede the use of such cars, says 
the Commission, division 3, in service order No. 161, effective 
Oct. 27, placing such services under a permit system. The order 
suspends the operation of all tariff rules or regulations in so 
far as they conflict with its provisions, and requires each rail- 
road affected to publish, file, and post, a supplement to each 
of its affected tariffs announcing the suspension of any of the 
provisions therein affected by the order. 

The pertinent portions of the order follow: 


Section 95.322. Refrigeration restrictions. (a) Citrus fruits not to 
be reiced. No common carrier by railroad subject to the interstate 
commerce act shall, after the first or initial icing which shall be per- 
formed in Texas, reice, or allow or permit reicing, of a refregirator 
car or cars loaded with citrus fruits originating at any point or points 
in the state of Texas. 

(b) Bunker icing not to be salted. No common carrier by railroad 
subject to the interstate commerce act shall put salt on, or mix salt 
with, ice in the bunkers of a refrigerator car or cars loaded or to be 
loaded, with citrus fruits originating at any point or points in the 
state of Florida. 

(c) Application. The provisions of paragraphs (a) and (b) of this 
section prohibiting reicing and salting shall not apply to shipments 
moving from the primary point of origin prior to the effective date 
of this order. 


REVENUE TRAFFIC STATISTICS 


Ton-miles of revenue freight handled by Class I Steam 
Railways, exclusive of switching and terminal companies 
totaled 63,742,367,000 in July, 1943, as compared with 56,956,- 
174,000 in July, 1942, and 413,697,402,000 in the seven months 
ended with July, 1943, as against 347,112,442,000 in the like 
1942 period, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of revenue traffic 
statistics of those roads, statement M-220. 

Revenue tons carried in July, 1943, amounted to 270,745,410, 
as against 254,935,309 in July, 1942, and 1,723,499,349 in the 
seven months ended with July, 1943, as compared with 1,548,- 
297,731 in the like 1942 period. Freight revenues totaled 
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$582,739,944 in July, 1943, compared ‘with $533,319,874 in jy 


1942, and $3,889,977,170 for the seven months ended with jum’ PBs ¢ 
1943, as against $3,207,921,350 in the corresponding 1942 pep jmesio®, cont 
Revenue passengers carried totaled 84,846,634 and » duced ith 
senger revenues amounted to $156,323,192 in July, 1 pared fe 
against 60,076,048 revenue passenger and revenues of $91.9 Ose a 
148 in July, 1942. For the seven months ended with July, 199 price 307 
revenue passengers carried totaled 504,063,666 and passenp, aid tha ‘ 
revenues amounted to $905,845,821, as against 352,0074mmeve** oe 
revenue passengers carried and revenues of $484,326,247 in 4 picture “ae 
like 1942 period. y pols 
Freight traffic averages for July, 1943, compared wy of os i 
July, 1942, respectively, were reported as follows: Miles ; ae ne d 
revenue ton a road, 235.4 and 223.4; revenue a ton-mile, (gy said ply | 
cents and 0.936 cents; and revenue a ton a road, $2.15 and $9 proba a 
For the seven months ended with July, 1943, comnap hae 
with the like 1942 period, respectively, freight traffic averaow ing ke 
were: Miles a revenue ton a road, 240 and 224.2; revenue, d at 
ton-mile, 0.940 cents and 0.924 cents; and revenue a tona road, had 
$2.26 and $2.07. Harry 
—<—<$$_$<$_—____—_— assistant ©) 
W. P. B. CONTAINERS DIVISION Davis, Sup’ 


The War Production Board containers division, except fy 
the sections handling corrugated, solid fibre, folding and Set-up 
boxes, will continue to function under E. F. Tomiska, directo 
but will be transferred to the new Forest Products Bureay 
Harold Boeschenstein, acting director of the bureau, has a 
nounced. 

The corrugated and solid fibre box section, and the folding 
and set-up box section, formerly parts of the containers divi 
sion, have been made subdivisions of the newly created pape 
board division under the direction of G. G. Otto. 

Other types of paper containers, namely: multi-wall ship 
ping sacks; grocery, variety and specialty bags; fibre cany 
paper cups; fibre drums; food pails; liquid-tight containey 
milk bottles and closures; as well as textile bags; wooden cop. 
tainers; metal cans, tubes and drums; and glass containey 
will continue to be handled by the containers division, 4 
formerly. 
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WOODEN CONTAINER RESTRICTIONS 


Wooden containers may not be used for the shipment of 
large number of products and may be used only to a limite 
extent for a number of other products including some fruit 
and vegetables, according to an amendment to Limitation 
Order L-232 issued by the War Production Board. 

The containers division points out that this action is nece 
sary because of the critical supply situation on raw materiak, 
such as lumber, veneer and plywood, which are used in tk 
manufacture of wooden containers. 

“It is estimated that approximately 170,000,000 board fee 











of lumber will be saved annually by the limitations of this Ser 
amendment,” said the W. P. B., adding: oye 
e 
In general, the items which are prohibited from being packed ani ( 
shipped in wooden containers can be shipped satisfactorily in othe paragré 
types of containers which are not as critical as wood. These item be to 1 
include certain building materials, a number of food items, some fresh lect 
vegetables and a number of other miscellaneous products. conec | 
The most important users of wooden containers in this classifi Th 
tion are the shippers of fresh vegetables includign cabbage, gree (5) of 
corn, dry onions, white potatoes, rutabagas and root turnips. All d tion 22 
these items can be satisfactorily shipped either in bags or in buk@™ 315, to 
The other products in the prohibited list are largely those which atm procee: 
being shipped in other types of packages, such as corrugated and solii@@rjer fj] 
fibre boxes or bags. fact of 
In the list of items, shipments of which are restricted by quotas lished 
based on a percentage of 1942 shipments, are the following fruits aml * 
vegetables: radishes and cucumbers are reduced to 50 per cent, ani section 
cantaloupes and melons, cauliflower, celery and lettuce to 80 per cent j™ ON the 
Carrot shipments may be made at 100 per cent of the 1942 figure ™™ Sentati 
These items cannot satisfactorily be shipped in other types of cot 
tainers. Consequently, producers should plan accordingly or make@™ graph 
arrangements for used containers to supplement their supply of neVMR record 
ones. subjec 
A number of miscellaneous products such as books, carpe wheth 
clothing, glass tableware and glass kitchen articles and linoleum ail d 
rugs are given an 80-per-cent quota. Animal proprietary drug remedies, Toa c 
and furniture, other than for outdoor and garden use, are given! shippe 
65-per-cent wooden box quota. T 
- OREO eS SELSER OSU AE REN CONEMEE | by ad 
CONTAINER RE-USE MEETING with 1 
The containers division of the War Production Board hell si .- 
the third of a series of meetings in a campaign to promote fe of 
> . A - . sec 
use of shipping containers, at Chicago October 22. Approxt i® of 4, 
mately 400 representatives of industry attended. Similar meet & inter. 
ings have been held at New York and Boston, and others road 
be held at San Francisco, Dallas, and Atlanta (see of ter 
World, Oct. 23, p. 1026). 7 


Lee M. McCullough, assistant regional priorities manageét & heari 
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n Ju p. B., Chicago, presided. E. F. Tomiska, director of the divi- 
h Jul ion, said that, though the value of all kinds of containers pro- 
Derigg quced this year would amount to about $3,400,000,000, com- 
id. Dal ared with $2,678,000,000 in 1941, only part of the differenec in 
943, aime ose figures represented an increase in production, because 
: 82 price increases accounted for part of the increase in value. He 


sid that production had increased in 1943 over 1942, but that 
overseas shipments had so increased this year that the over-all 
picture was no better than for last year. He urged that shippers 
try to re-condition old containers and try to increase their use 
of second-hand wooden boxes and crates, corrugated boxes, 


ese 


d Will tee] drums, gas cylinders, and other types of containers. He 
Miles said the division did not advocate use of containers that would 
; probably cause some damage or spoilage to goods. Frank J. 


Hynes, assistant director of the division, showed slides depict- 
ing methods of opening, storing, and re-using containers. 

Spokesmen for industrial companies, who told how they 
had increased their use of old containers, included: 


Harry McNabb, traffic manager, Manz Corporation; P. W. Briggs, 
assistant operating superintendent, Sears Roebuck and Company; L. E. 
Davis, supervisor of methods and results, Western Electric Company. 


MOTOR PASSENGER STATISTICS 


Class I motor carriers of passengers, excluding charter or 
Bspecial, reported a 30.5 per cent increase in passenger revenues 
and a 43.9 per cent increase in the number of passengers car- 
ried for July, 1943, over July, 1942, according to statement 
M-700 of revenues and passengers of those carriers, prepared 
by the Commission’s Bureau of Transport Economics and 
Statistics. Passenger revenues increased to $36,477,437 from 
enn and passengers carried increased to 50,720,602 from 
35,257,231. 


TRANSFER DATA ON WAYBILLS 


An increasing number of railroads are discontinuing the 
practice of recording transfer car numbers, dates and places 
of transfer on waybills as a matter of economy, says a bulletin 
of the freight claim division, Association of American Railroads. 
The result of the abandonment of the practice is to increase 
the difficulty in apportioning claim payments, it says, and the 
absence of the information on the waybill also sometimes hin- 
ders the work of railroad police departments. It suggests, as a 
substitute for the old, costly practice, a system adopted by 
the Atlanta agency of the Central of Georgia, which has in- 
stalled a waybill rack in the warehouse foreman’s office, a 
duplicate of the one used in the billing department. Pertinent 
information is stenciled on the bills in that rack by means of a 
hand stamp to which the stencils are attached. 
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rd feet INTERSTATE COMMERCE ACT CHANGES 
of this Senator Wheeler has introduced S. 1473, embodying seven 
proposed changes in the interstate commerce act suggested by 
the Commission’s legislative committee. 
ked ani The bill proposes an amendment to the first sentence of 
; be paragraph (2) of section 3 of the act, the effect of which would 
eo fa be to require express companies, as well as the railroads, to 
collect charges before shipments are delivered. 
assifice Three of the proposals in the bill would amend paragraph 
, greaf™ (9) of section 16; the third sentence of subsection (a) of sec- 
All d@™@ tion 221; and the third sentence of subsection (a) of section 
n bulk @§ 315, to make sufficient service of notice by the Commission in 
lich at proceedings involving tariffs on the attorney in fact of the car- 
nd soli rier filing the tariff, and to make service on the attorney in 
quell fact of the carrier filing a tariff in which joint rates are pub- 
‘its and lished service on all the carriers involved. Under those sub- 
nt, anig™ Sections, the Commission is at present required to serve notice 
er centj™ On the Washington representative of the carrier. Such repre- 
figue @ sentatives frequently have nothing to do with tariffs. 
of cor The bill also proposes to amend the first sentence of para- 
r malt@ graph (6) of section 20, in order to make clear the fact that 
of nf records of persons furnishing cars or protective service, are 
ari subject to the inspection of the Commission, regardless of 
im whether such cars or service are furnished directly to the rail- 
medi, @@0ad or express company, or indirectly through contracts with 
ziven t /™ Shippers, 

The bill further proposes to amend section 304 of the act 
by adding a new subsection, giving the Commission authority, 
with respect to water carriers, to exercise its emergency pow- 

d heli “tS during drought, flood, or other similar critical times. 

ste Te ie: final proposal in the bill is to amend subsection (c) 
prox of section 411 of the act, to provide that, if authorized by order 
mete of the Commission, an employe of a railroad, which has an 
-s will interest in a freight forwarder, may buy the stock of the rail- 
Trafic road without, as at present, being under the technical necessity 

of terminating his employment with the railroad. 
naget, The Senate interstate commerce committee will hold a 


hearing on the bill Nov. 1. 
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Legislative Rate-Making 


A point-by-point answer to railroad objections to the pend- 
ing “uniform” rate bills in Congress, prepared by C. E. Childe, 
member of the Board of Investigation and Research, was pub- 
lished in the appendix of the Congressional Record of Octo- 
ber 26 on motion of Senator Stewart, of Tennessee, who said 
the statement had been prepared at his request. 

Mr. Childe, stating that the views expressed were his own 
and were not an official expression of the board, referred to 
pamphlets that had been issued by railroad groups. The argu- 
ments in these pamphlets were similar, said he, adding that he 
would discuss them in the order in which they appeared in the 
publication, “Freight Rates to Fit Needs, Not Theories,” issued 
by the Association of American Railroads (see Traffic World, 
Oct. 2, p. 797). 

Most of the pending bills were introduced after the board 
had filed its summary report on interterritorial freight rates 
last March, said Mr. Childe, and were intended, as he under- 
stood it, to carry out the board’s recommendations that rail- 
road freight classifications and class rates be uniform through- 
out the United States, except where departures from uniform- 
ity might be clearly justified. 

In the early part of his statement Mr. Childe explained the 
meaning of terms used in discussion of the rate situation, such 
as “freight classification,” ‘exceptions to classification,” “com- 
modity rates,” “class rates,” etc. 

“At the present time the great bulk of the traffic moves 
on ‘commodity rates’ or ‘exceptions to classification,’ and only 
a small proportion on ‘class rates,’” said he. “Nevertheless, 
the class rates are important, because they represent the high- 
est levels of freight charges the railroads collect and the 
shippers pay, and are so much higher in the south and west 
than in the east that they handicap the development of south- 
ern and western industries compelled to pay such high rates.” 

In his answers to the railroad contentions, Mr. Childe said 
he would confine himself largely to the board’s recommenda- 
tions. 

Mileage Charge Denied 


As to the allegation that the recommended legislation 
would fix freight rates in a rigid pattern determined by mileage 
alone, Mr. Childe said the bills introduced to give effect to 
the board’s recommendations did not have such an objective— 
they would simply require equality of treatment to shippers in 
all parts of the country in the classification of freight and in 
the levels of class rates, except where the Commission might 
find the inequalities were justified by differences in transporta- 
tion conditions. He said our present freight rate system fell 
far short of being flexible and meeting the varying needs of 
commerce. He said there was no foundation for the statement 
that, under the proposed legislation, rates would be made on 
“distance alone,’ nor any foundation for the statement that 
traffic would be unable to move. 

Mr. Childe said the bills carrying out the board’s recom- 
mendations “do not propose any change in the patterns of 
freight rates made to meet the actual needs of producers and 
consumers. They do not propose elimination of special com- 
modity rates. They would simply require uniformity of class 
rates, except where exceptional conditions may require excep- 
tional treatment. The class rates now in effect are based upon 
mileage scales, but the rate for a given distance in the south 
or west is much higher than for the same distance in the east. 
This in no respect conforms to the theory of rates ‘tailored 
to fit the needs of commerce.’ It is inconceivable that the needs 
of commerce are promoted by rates in the south 39 per cent 
higher and in the west 25 to 85 per cent higher than the rates 
in the eastern territory. If, instead of having these differences 
in the present class rates, the rates of the south and the west 
are put on the same levels, mile for mile, as the rates in the 
east, how could this be any more ‘an inflexible system of rates 
made on an unworkable theory’ than the present mileage 
rates?” 

The class rates in the several rate territories were not the 
product of consultation and cooperation between the railroads 
and shippers, said Mr. Childe. These rates, said he, were first 
fixed by the railroads themselves and later were revised by 
the Commission, in each region separately, without any attempt 
to harmonize regional differences. 

No new scheme of rate-making was being proposed, said 
he. The Commission would fix the rates as it did now, but 
would have a definite mandate from Congress to enforce the 
law’s fundamental purpose, equality of treatment. He said it 
was not correct to inply that uniformity of freight classifica- 
tion and class rates were demanded only by theorists, rather 
than by men of practical experience. He said leading rate 
experts of commercial and‘ shippers’ organizations of the south 
and west, as well as individual shippers and state railway 
commissions representing the general shipping public in many 
of those states, were complaining against the present discrim- 
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inations and demanding that the class rates in the south and 
west be made uniform with those in the east. 


Small Volume of Class Rate Traffic 


In the following Mr. Childe submitted the railroad argu- 
ment as to proponents of the legislation and his comment with 
respect to more than 90 per cent of the traffic moving on other 
than class rates: 


Railroad argument (p. 5): They have taken little or no account of 
the whole body of rates in any section of the United States, including 
the rates on raw materials, many of which are of vastly more practical 
importance to the manufacturer than the mere rates on his out-bound 
products, many of which are lower, mile for mile, in the south and 
west than in the north and east. They have taken no account of the 
rates on products manufactured in the south and west, which are as 
low as, or lower than, the northern and eastern rates. They have 
simply looked at the printed schedules of class rates and have found 
them higher in the south and west, disregarding the other rates on 
which more than 90 per cent of the freight moves. 

Comment: It is true that class rates apply on a small part, prob- 
ably less than 10 per cent of the total traffic of the railroads. However, 
as the railroad pamphlet itself states, on page 11, ‘‘raw materials and 
agricultural products, as well as manufactured articles, move on class 
rates,’’ and, in a footnote on page 7, ‘‘important traffic of every sort, 
both manufactured goods and raw materials, may be found moving in 
commerce on rates published in each one of the three types of freight- 
rate tariffs;’’ that is, class rates, exceptions to class rates and com- 
modity rates. The total traffic on which class rates are charged, while 
it may be less than 10 per cent of the whole, nevertheless is substantial, 
and the freight charges on this traffic amount to several hundred mil- 
lion dollars annually. The special importance of class rates lies in the 
fact that they are charged on whatever traffic has been unable to secure 
a more favorable special commodity or exceptional rate. Class rates are 
charged on less-than-carload traffic and carload traffic moving in rela- 
tively small volume. The burden of high class rates falls upon indus- 
tries, shippers and localities that have not enough traffic or influence to 
obtain lower commodity rates, and upon the higher-valued manufactured 
products, which the railroads think are able to stand relatively high 
freight charges. Small shippers and industries, which have to pay the 
high class rates, have difficulty in establishing themselves against older- 
established, larger industries which have been able to obtain lower 
special commodity rates. The fact that some shippers are given lower 
special commodity rates does not help the shipper whose product must 
pay the higher class rates. The purpose of the proposed bills is to 
provide greater opportunty for industrial enterprise in the south and 
west, as well as in the east, by making class rates uniform in all 
sections. 

Mr. Childe disputed the contention that uncertainty would 
result if the board’s recommendations were made law. He said 
the class rates and freight classifications were now before the 
Commission for readustment. 

“There is more uncertainty now as to what they will be 
than would be the case if Congress should pass a bill declaring 
a definite policy,” said he. “Business enterprises, making post- 
war plans, are entitled to know as promptly as possible whether 
the present discriminations will be continued, or whether they 
will be eliminated.” 


Not Congressional Rate-Making 


He asserted the bills did not propose direct rate-making by 
Congress—they provided that Congress lay down the policy and 
leave to the Commission the making of the rates. 

“This is what Congress has done ever since the Interstate 
Commerce Commission was created,” said he. “The bills pro- 
pose nothing new, other than that the policy of Congress be 
more definitely stated for the guidance of the Commission.” 

Mr. Childe said it was not true that manufacturing had 
gone forward faster in the south and west than in the north 
and east in the last two decades. Some manufacturing indus- 
tries had grown in the south and west in the last 20 years—it 
would be strange indeed if this were not true—but the only 
industries that had grown were, generally speaking, “those 
which have been given special rates,” said he. The industries 
that had favorable rates were not complaining, said he. 

“It is not true, however, that industries which have been 
compelled to pay class rates on their raw materials, or to 
competitive markets on their finished products, have achieved 
any considerable success in the south and west, and it is not 
true that such industries are generally satisfied with the pres- 
ent discriminatory class rates,” said he. 

Continuing, Mr. Childe said: 


Raw Materials 


Railroad argument (pp. 14, 15, 16): Raw materials are not drained 
from the south and the west for manufacturing in the east. 

Comment: No one now knows accurely the extent to which south- 
ern and western raw materials are shipped east for manufacturing or 
manufactured products are shipped back frofn the east to the south 
and west. There can be no doubt, however, that, since the great pre- 
ponderance of production of raw materials is in the south and west 
and the great preponderance of manufacturing is in the east, the gen- 
eral flow of raw materials is from south and west to north and east 
and the general flow of manufactured products is in the opposite di- 
rection. The Board of Investigation and Research is making a study of 
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this subject now and will report its findings to the President 
Congress within the coming year. 


Cost Basis Argument 
Railroad argument (pp. 16 to 19): Freight rates cannot be pj, 
on a strictly cost basis. If this were done heavy basic commogi, 
farm products, etc., could be shipped but short distances and nat 
development would be impossible. If cost figures of Dr. RF 
Edwards, head analyst of the cost section of the Interstate Comme 
Commission’s Bureau of Transport Economics and Statistics sh 
accepted as correct, rates on numerous commodities listed in the, 
road pamphlet would have to be raised by percentages varying fy 
10 per cent on cattle, to 122 per cent on logs. 
Comment: No evidence has been presented to the Commi 


showing that, if freight rates were placed on a cost basis, they yw class 
have to be raised by the per cents stated by the railroads, or jp 4 te scale 
by any per cent. It is not true that, if rates were made on a, 


basis, heavy basic commodities and farm products could be ship 
only short distances. The rates on the heavy basic commodities, 
the whole, yield the railroads greater profits above cost than the py 
on light-loading commodities and less-than-carload freight. The gene 
rule is the lighter the load the less the profit. Less-than-carload frei, 
is being hauled generally by the railroads at a loss, whereas mo} 
trucks can carry it profitably at rates as low as, or lower than, pre 
levels. The railroads are losing far more money in wasteful con 
titive practices, which they could eliminate to the advantage of 














public, than any losses which could possibly be incurred by them fy “Prer 
establishing uniform class rates throughout the United States, [yg gress sho 
form class rates can be established in harmony with cost prineipgmm bills, OF | 
without any increases in special commodity rates or revenue losses ji on our né 
the railroads. In fact, greater profits will accrue to the railroads fp all such 1 
the maintenance of reasonable rates which will encourage and dev F 
the commerce and growth of traffic on their lines, than from the cha " 
ing of discriminatory rates which discourage traffic. Commerc 
Railroad argument (pp. 19, 20): Levels of freight rates are differ . N. 
in one section than in another because conditions are different. H. S. Blo 
seeking uniformity of class rates should remember the legend and E. R. 
Procrustes, who stretched or cut down his victims to make them Construc 
his iron bed. 
Comment: There are no conditions, transportation or othe 
which justify the maintenance of class rates in the south 39 per @ The 
higher or in the west 25 per cent to 85 per cent higher than in the eg ond sent 
Such differences are not justified by any territorial differences in ¢ interstate 
of transportation, composition of the traffic, or commercial and q a resolu 
petitive conditions. Shippers compelled to pay such high rates cam makin 
freely compete against traffic enjoying the lower rate levels. Loweri & 
freight rates which are too high, and allowing commerce to exp for the | 
which has been unduly restricted, would not be the painful Proc infinitely 
process which the railroads imply, but would simply be applying on a rig 
freight rates the basic American doctrine of equality of opportunijga systen 
and larg 
Galveston, Tex. facturer, 
The rate and legislative committee of the Transportatiagm ‘al to th 
and Foreign Trade Club of Galveston, Texas, has preparedi™m Jeopar 
report in support of a resolution adopted two months ago} affect b 
the club in opposition to pending freight rate bills in Congres 
The resolution put the club on record in opposition to tho Rail 
bills and instructed the committee to analyze them and “pr 
pare a report in support of this resolution” for forwarding Op! 
the members of the appropriate House and Senate committeaay amendi: 
the Texas representatives and senators and the governor i pressed 
the state. commit 
The report says that the authors of the legislation “seem of Sud 
ingly think that the present adjustment, resulting from mam behalf 
years effort by shippers, etc., should be changed and mag Oliver, 
uniform by the exercises of magic,” Uniformity, it says, Mi counse! 
a “magic and political word, attractive to the uninformed.” Mi 
The bills, it says, “should be withdrawn to avoid integjg Owner 
ference with any and all of the more important war measulagg Panies 
which are now or may come before Congress.” It says sit the as 
legislation, if adopted, would result in serious injury to @ bonds, 
national economy, for four reasons: First, because they standi: 
directed only to railroad freight rates; second, because tf TI 
fail to give recognition te: the importance of competition 4% tion, s 
transportation rates; third, because “straight-jacket” distanagy railro: 
scales would “destroy long-standing origin and destinatij invest 
rate groups, rate relationships between localities, ports, deposi 
and would result in unreasonable and unlawful rate increasagy reorg: 
thereby injuriously affecting the flow of domestic and fore if 
commerce,” and fourth, because, under section 13 of the integ™ Hobb: 
state commerce act, the result would be an invasion of U4 credit 
field of rates on intrastate commerce, “thereby further voiditg railro 
the rights of states.” the is 
Fixing of railroad rates, it continues, would result put o 
changing rates via competing forms of transportation wilt whict 
have been made on a differential basis. Lowering of the in gr 


basis, it says, would result in lowering the coastwise sted shi I 


rates and revenues. Such a decrease, it says, might interfetg mitte 
with the resumption of coastwise service after the war. ig What 
the other hand, it adds, if the result were an increase, tg Secti 
burden would rest on the shipping and consuming public. peor 

Destruction of competition in rates, it says, would remot on 
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tion would, in effect, require the commission to fix every rate 

and would “preclude a shipper from getting voluntary relief 
from a carrier to adjust a certain rate or to establish rates for 
a new commodity or industry.” The only way a rate could be 
changed would be by filing a formal complaint with the Com- 
mission and getting a Commission order, it asserts, adding that 
“gych a procedure is expensive and requires time.” It dis- 
eusses at length the relationship between class rates, exception 
ratings and commodity rates and the manner in which each is 
generally applied in the south. Many of the any-quantity 
commodity rates established in the south by the railroads to 
meet competition, it says, “are lower than the C. F. A. terri- 
class rates,” and that scale, it adds, “is the lowest class 
rate scale in the United States.” It therefore follows, it says, 
that “uniform application of the C. F. A. scale in the southwest 
would actually increase many rates.” 

The report discusses a number of particular southern 
rate adjustments, including carload rates, rates on cotton, 
cotton bale covering and ties, grain and grain products, milled 
rice, and rates on export and import traffic. In each of these 
instances it shows that application of the uniform principle 
would be detrimental to the traffic. 

“Premises considered,” it concludes, “we submit that Con- 
gress should realize the damaging result that the proposed 
bills, or measures of similar design and purpose, would have 

Son our national economy and on the public interest, and cause 
all such bills to be withdrawn.” : 

F. G. Robinson, traffic manager, Galveston Chamber of 
Commerce, is chairman of the committee. Other members are 
Pp. N. Haskell, traffic manager, Black Hardwood Company; 
HS. Block, traffic manager, H, Kemper, cotton merchandisers, 
and E. R. Anders, traffic manager, International Creosoting and 
Construction Company. 

Springfield, III. 


The Springfield, Ill, Chamber of Commerce has adopted 
and sent to the members of Congressional committees handling 
interstate commerce and to Illinois representatives and senators 
a resolution expressing its “unalterable opposition” to rate- 
making bills. The bills, if adopted, it says, would substitute 
for the present system of freight rates, “designed to meet the 
infinitely varying needs of commerce,” a system of rates “fixed 
on a rigid pattern based on mileage and mileage alone.” Such 
a system of rates, it says, would “destroy important markets 
and large jobbing centers, resulting in a serious loss to manu- 
facturers and railroads,’ and would be “exceedingly detrimen- 
tal to the communities affected.” It would, the resolution adds, 
“jeopardize our national transportation system and adversely 
affect business.” 


Rail Reorganization Bill 


Opposition to H. R. 2857, the Hobbs rail reorganization bill 
amending section 77 of the federal bankruptcy act, was ex- 
pressed before the Hobbs subcommittee of the House judiciary 
committee October 22 by Kenneth F. Burgess, of the law firm 
of Sudley, McPherson, Austin and Burgess, Chicago, Il., on 
behalf of the Railroad Security Owners’ Association. Fred S. 
Oliver, of New York, N. Y., appeared with Mr. Burgess as 
counsel for the association (see Traffic World, Oct. 16, p. 940). 

Mr. Burgess told the committee that the Railroad Security 
Owners’ Association was composed of 50 life insurance com- 
panies and 367 mutual savings banks and that the members of 
the association owned $3,300,000,000, par value, of railroad 
bonds, or somewhat more than 25 per cent of the total out- 
Standing securities of the railroads of the country. 


_ The fundamental interest of the members of the associa- 
tion, said he, was as past, present and prospective investors in 
railroad securities and it was necessary “if we are going to 
invest our moneys for the benefit of our policy holders and our 
depositors, that there be a prompt and expeditious method of 
reorganizing railroads when they default on their obligations.” 

In the first place, said he, the association thought that the 
Hobbs bill, if enacted, would be quite destructive of railroad 
credit; secondly, that it disregarded entirely public interest in 
railroad reorganizations, and thirdly, that it would result in 
the issuance of worthless railroad securities which would be 
put out somewhat with the stamp of government approval, but 
which, in the hands of the investors, would inevitably result 
In great losses. 

_ Mr. Burgess said he believed the record before the com- 
mittee was quite inadequate in disclosing to the committee 
what the Commission and the courts had done in administering 
section 77 in the last eight years. He outlined what the Com- 
mission and the courts had done, and contended there was 
ample power of judicial review. He dealt particularly with the 
record in the Chicago and North Western reorganization pro- 
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ceeding, submitting a chronology of proceedings before the 
Commission and the reviewing courts in that proceeding. 

The exhibit, said he, showed the great care that had been 
taken by the Commission; the full hearings; the painstaking 
review by the district court from June until September in 1940; 
that “very able, very adroit, ingenious, very industrious coun- 
sel” undertook to set aside that plan of reorganization by 
almost every method known to the law; the complete review 
that was had in the Circuit Court of Appeals, seventh circuit, 
and the consideration given the case by the Supreme Court of 
the United States. 

“We have had this full hearing before the Commission and 
we have had at least an ample measure of review,” said Mr. 
Burgess. 

Questions About Commission 


Representative Michener, of Michigan, asked if there was 
not objection to the present method on the ground that the 
court must accept the facts determined by the Commission, 
and was there a question as to whether or not the Commission 
had fixed notions of its own, conducted its hearings along those 
lines, and simply endeavored to substantiate its own views and, 
under the law, the court could not go back of that procedure— 
while the court might refuse to approve, it had no power to 
develop? 

_ Mr. Burgess said there was no criticism of the Commis- 
sion’s function by the bar generally or by any of the district 
courts. He quoted from an opinion by Judge Barnes, the senior 
district judge at Chicago, in the C. & N. W. case, wherein he 
said the judge said he could not undertake to pass on the ques- 
tions originally and that he had the right to review them in the 
light of the evidence both before the Commission and before 
him, that he had done so but that there had been nothing in- 
troduced that moved him to disagree with the Commission. 

Mr. Burgess said the review provided by section 77 was at 
least as extensive as the review that had been provided by 
Congress for reviewing all of the other manifold actions of the 
Commission, that had been found sufficient for the last 50 
years. He said he had said “at least as much,” because under 
the statute there was the unquestioned right of the parties to 
introduce new evidence before the court. He alluded briefly to 
the many important powers exercised by the Commission in its 
regulatory work. 

Asked by Mr. Michener whether he would repeal section 
77 and go back to the equity court in the disposition of these 
matters, Mr. Burgess said he would not. 

“T realize that you cannot go back to the equity receiver- 
ship method,” said Mr. Burgess. “Public opinion simply will not 
permit that. There was too much criticism built up by that 
method. It produced, as in the case of the Milwaukee, excessive 
recapitalization.” 

Mr. Burgess pointed out that equity proceedings still ex- 
isted and that some railroads were being reorganized in equity. 


Purpose to Oust Commission? 


The Hobbs bill, said he, substituted for the process he had 
been describing not court review but complete subordination 
of the Commission, “rendering it impotent to protect the public 
interests,” by requiring of the federal court a full and unquali- 
fied independent judicial reexamination—a finding to be made 
by the court in the exercise of its independent judgment. 

“This bill is very skilfully drawn for the purpose of ousting 
the Interstate Commerce Commission, not of providing judicial 
review,” said he. “We have judicial review; and we have four 
pages of it in the C. & N. W. case. The complaint is not be- 
cause we did not have judicial review, but it is that the court 
did not hold differently than it did.” 


“This bill, if enacted,” he continued, “will destroy the uni- 
formity that was sought in bankruptcy matters, uniformity as 
to plans and capitalization. Why? Simply because, as Mr. 
Justic Brandeis said, the inquiry is essentially one of fact and 
discretion in technical matters. We are not going to have uni- 
formity if we are going to have district courts that are not 
equipped with facilities and experience dealing with these highly 
technical matters. This proceeding would be worse under this 
practice than the condemned equity practice. It would result 
in more delay than that did. The district courts under this bill 
would have to determine at great expense and delay these great 
public issues of valuation and capitalization by their own in- 
dependent judicial determination and judgment without any 
trained organization such as the Interstate Commerce Commis- 
sion has; and this completely reverses the thinking of 1933 and 
1935.” 

Mr. Burgess said he held no brief for the Commission but 
that he believed it had been trying to do a good job with a 
difficult subject in trying times. 

Under the bill, said he, the Commission and the court in- 
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depently would have to spend a long time finding values— 
months and years. He declared that the result of the procedure 
proposed would be watered stock, issuance of worthless securi- 
ties, overcapitalization, repeated and recurrent reorganizations. 

“You cannot disregard earning power in connection with 
property in reorganizing in the public interest any more than 
see reg build a house without a corner-stone and foundation,” 
said he. 

Mr. Burgess said it seemed to him it was a most significant 
thing that the bill was opposed by the Commission, the Recon- 
struction Finance Corporation and the state utility commis- 
sioners’ association. 

“One of the real difficulties down through the years,” said 
Representative Michener, “has been the fight of very shrewd 
and very capable lawyers taking advantage of all technicalities 
in behalf of their clients; and when we embark upon reorgani- 
zation of a railroad it is very difficult for an inexperiencel com- 
mittee to propertly appraise the whole situation in view of the 
mass of argument presented on behalf of several contending 
groups. That is the whole trouble. I have thought from the be- 
ginning that the Interstate Commerce Commission would re- 
lieve some of that condition; but it does not seem to have 
done so.” 

“T think it is and I think it will,” said Mr. Burgess. 

Chairman Hobbs said the members of the committee all 
had as high a regard for members of the Commission as “you 
and others have.” He said he did not believe, however, that the 
Commission should be made the final arbiter to the exclusion 
of the courts as it was. 

“It would probably be preferable to simply eliminate the 
Commission from the process rather than pass this act,” said 
Mr. Burgess. “I do not think you could properly reorganize the 
railroads under this proposal.” 


Rail Labor Opposes Bill 


J. G. Luhrsen, executive secretary, Railway Labor Execu- 
tives’ Association, appeared in opposition to the bill. He said 
the purpose of the bill was not clear. If it was intended to place 
a value on railroad property based on the amount of securities 
issued in previous years, it was obviously a bad bill, said he. 
If it was intended to give a holder of railroad securities that 
were now worthless a chance for a “comeback” some time in 
the remote future, “it means that this country will be floating 
with papers reading that they are worth $100 apiece, while in 
fact the papers are worthless. That means a nationwide orgy 
of gambling. Congress ought not to authorize such an evil.” 


Wallace Transport Rampage 


Declaring that his address at Dallas, “contrary to Mr. 
Pelley, did not reflect upon the competence or the integrity 
of the Interstate Commerce Commission,” Vice-President Wal- 
lace, in a statement issued in reply to the comment President 
Pelley, of the Association of American Railroads, made on the 
address (see Traffic World, Oct. 23), said “but so long as the 
Association of American Railroads and other transportation or- 
ganizations display such callous disregard for the public inter- 
est as has characterized their past conduct, it will be difficult 
for any public officials charged with responsibility for. regulat- 
ing this industry to retain the confidence of the people.” 


te In addition to the foregoing comment, the Vice-President 
said: 


It is imperative that the people understand the true nature of our 
national transportation problem. It is unfortunate that Mr. Pelley, 
speaking for the Association of American Railroads, failed to meet the 
serious issues presented in my speech at Dallas of last Wednesday. 
He says nothing of the illegal status of the railroad rate-bureau con- 
spiracies under the controlling decisions of the Supreme Court. He 
accuses me of a ‘“‘savage and unwarranted attack’’ because I sought 
to warn the people of the newest conspiracy of those who control the 
railroads to take advantage of our concentration on winning the war 
to extend their control to all competing forms of transportation and 
establish regional transportation monopolies. 

Mr. Pelley acknowledges by implication the rate discriminations 
long endured by the south and west, and only remarks that all of 
these issues are now before the Interstate Commerce Commission. He 
make no mention of the exhaustive and authoritative reports of the 
Board of Investigation and Research and the Tennessee Valley Author- 
ity with respect to these territorial rate discriminations. He says 
nothing of the role which the railroad rate bureaus have played in 
maintaining these regional rate discriminations. 

He does not deny the existence of the Western Commissioner. He 
only refers vaguely to Mr. Harriman’s apology for the Western 
Agreement, which, on close reading, merely serves to emphasize the 
power exercised by the committee of directors, at 40 Wall Street, over 
rail transportation in the south and west. From Mr. Harriman’s letter 
it appears that the plan really did work out as intended—to stifle all 
competition among the western railroads. The sudden abandonment of 
the Western Agreement when its existence was brought to light by 
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the Department of Justice is sufficient comment on the railroagy 
views as to the legality of their organization. 

Mr. Pelley would have the people believe that Wall Street pan, 
no longer control the railroads. The recent private sale of pap 
bonds to private banking houses, which have long controlleg 
ploited the railroads, where admitted savings could be obtained thy, 
competitive bidding for such securities, is convincing evidence ¢ 
these bankers rule the railroad empire today as they have in they 
The increased cost of such private financing is reflected in the » 
charged the public. Only when the grip of investment bankers of 
railroad corporations has been broken will sound financial poligig 
established which will insure that railroad financing will not eon, 
hidden profits for financial groups which must be paid by the » 
through higher rates. 

His attempt to explain away the monopolistic contracts of the p, 
way Express Agency with the domestic airlines will not bear ap 
For four years these contracts existed until some of their monopg 
provisions were recently eliminated under pressure from the 4 
Aeronautics Board. During these years, Railway Express Agency 
the airlines maintained rates which discouraged the development 
all air cargo. Mr. Pelley’s statement that the Railway Expregg , 
tracts had no effect upon air express rates deliberately ignores 
fact that the mere existence of these contracts with their proyig 
for the distribution of available cargo was a most effective devyige 
suppress competition among the airlines to develop their exp, 
business. 

I know of no basis for Mr. Pelley’s sweeping statement that Ap 
ican rail rates are the lowest in the world. The evidence jg 4 
through rate conspiracies the railroads have raised the whole leyg 
transportation rates by all forms of public carriage. 


all] 


Wallace Speech in Record 


Senator Stewart, of Tennessee, had the Vice-Presidenj 
address published in the Congressional Record of October ¥ 
The senator said the address was broadcast over a nationyj 
hook-up. 

Senator Shipstead, of Minnesota, said he was glad Senat 
Stewart had offered the address for publication in the 
gressional Record. 


“It is a very excellent and illuminating address, and l& 
sire to commend the Vice-President for delivering it,” said 
The Minnesota senator then referred to the hearings tk 
had been held by the Senate interstate commerce subcomm 
tee on the rate bureau regulation bill, asserting that the si} 


committee had listened “to testimony exposing monopolist 
practices in transportation.” He then launched into an attad 


on the sale of rail securities without competitive bidding. Lat 
he asserted that the record before the subcommittee sustaim 
the charges made by the Vice-President. 


“At a later date we expect to hold hearings before a si 


committee of the Senate interstate commerce committee ont 


question of compelling railroads to offer their securities by ca 


petitive bidding, instead of going to favored groups, members¢ 


which are on the board of directors of the railroads, so th 
sit on both sides of the fence,” said he. 


Senator Hill, of Alabama, said he was glad Senator Ship 
stead had made his statement “because I find myself very mud 


in accord with his views, and with the views so splendidly ¢ 
pressed by the Vice-President in his address.” Continuing, | 
said: 


The Senate has a very definite responsibility in this matter. ¥ 


not only have a responsibility from the standpoint of the enactmé 
of the legislation under which these conditions have arisen and un 
which they exist, but we also have a responsibility in the matter of! 
confirmation of the members of the Interstate Commerce Commis 
and the members of the Securities and Exchange Commission. Nom 
can sit as a member of one of those commissions except by and 

the advice and consent of the Senate, and speaking as one member 
this body and one member of the Senate committee on interstate @ 
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merce, I wish to say that I shall certainly scan and scrutinize va 


closely further nominations which may come to the Senate, and wh 
will have to come to the Senate, for membership on the Interst 
Commerce Commission and the Securities and Exchange Commiss 
particularly in the light of the facts to which the Senator f 
Minnesoto has called attention, and about which the Vice-Presid 
spoke in his address yesterday. 


Can Shipstead Read? 
Senator Shipstead, referring to the hearings on the 
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solid weeks “and I did not see any report of that tremendo 


important hearing, or the facts which were brought out inf 
hearing, in any newspaper, although newspapermen were pit 
ent. I do not blame the newspapermen; I am sure they record 


the evidence, but the newspapers evidently did not unde 
to print it. This is something of which the public should 


aware; this is information which many of us have known & 


for years, but it has been impossible to get it to the public 
cause of the suppression of this kind of news.” 
Senator Hill said he thought Senator Shipstead “has 


dered a public service in bringing this matter to the attent 
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of the Senate and, so far as he could, to the attention of the 
whole country.” f : 

Senator Shipstead also had published in the same Record 
the correspondence with Chairman Alldredge, of the Commis- 
sion, relating to the P. O. & D. bond issue (see Traffic World, 

, 23). 

- Senator Wheeler 


Saying it had been suggested to him that he offer for the 
Congressional Record the statement issued by Mr. Pelley relat- 
ing to the Vice-President’s address, Senator Wheeler submitted 
the statement and also the Vice-President’s reply. Both were 
published in the Record of October 25. 

“IT might say that I have not had occasion to read the entire 

of the Vice-President on this question, but from what I 
read in the newspaper accounts, I must say that with some of 
the statements of the Vice-President made I must agree, par- 
ticularly with reference to his statement regarding Wall Street 
control of the railroads,” -said Senator Wheeler, in addressing 
the Senate about the matter. “Many of the other questions cov- 
ered in his speech were highly controversial, the correct an- 
swers to which I have not fully formed in my mind, and I do 
not think any other member of the Senate has, for that matter. 
However, I think it is a good thing the dicussion has been 
brought about. It is good for the country, and, therefore, I 

Soffer Mr. Pelley’s statement for the Record. In the same con- 
nection I offer a statement by the Vice-President in reply to 
Mr. Pelley’s statement.” 

The National Highway Users Conference issued a statement 
directing attention to that part of the Vice-President’s speech 
attacking proposals for “integrated transportation systems.” It 
said apparently the Vice-President was referring to the pro- 
gram advocated by the Transportation Association of America. 
It said that association in a bulletin dated Sept. 25, 1943, advo- 
cated integrated transportation systems as “A Policy for Private 
Ownership.” Continuing, the highway conference said: 


The T. A. A. bulletin and a letter of transmittal solicited support 
from “farm, trade and civic organizations’ for its ‘‘principle of in- 
tegration—common ownership of all ‘for hire’ facilities—the creation of 
competitive ‘transportation companies,’ each to furnish water, rail, 
bus, truck and air services.’’ 


Present indications are that the question of integration of transpor- 
tation agencies may be one of the major problems facing all forms of 
transportation in the post-war era. 


Dorothy Thompson 


_ Senator Hill had published in the appendix of the Congres- 
sional Record of October 26 a column of comment by Dorothy 
Thompson on the Wallace speech and Mr. Pelley’s statement. 
The columnist sided with the Vice President, asserting that Mr. 
Pelley did not answer Mr. Wallace’s charges “but rather waived 
them aside loftily.” 

“The point that Mr. Wallace made, and which is true, was 

that freight rates grossly favor producers in certain areas over 
producers in others, and the result is to prevent the widespread 
distribution of wealth, energy, and population throughout the 
reaches of the Union,” said Miss Thompson who put the rail- 
roads in the class of those industrialists she said engaged in 
“cartel practices” to the detriment of the people. 
_ “The dry bones of ancient prejudice that Henry Wallace 
is rattling, are, I greatly fear, dry bones,” said she. “For Henry 
Wallace is bucking the course of developments, not only here, 
but throughout the world. . . . You are fighting upstream, Mr. 
Wallace. Fighting against the new, glossy prejudices of both 
the right and the left. Fighting against the open and the subtle 
Imperialisms. But fight on anyhow. Another age may remem- 
ber you and remember with nostalgia.” 


Outlook for Railroad Industry 


The National Planning Association, a private association 
of Washington, D. C., has issued a pamphlet entitled “The 
Outlook for the Railroad Industry,” by Ernest W. Williams, 
rt. The association said the report was adapted from a study 
made by the author when he was associated with the National 
Resources Planning Board, the federal agency that was ter- 
minated last summer due to refusal of Congress to make an 
appropriation for it. Mr. William’s paper as a staff member 


of the federal board was reported in the Traffic World of 
July 24, p. 205. 


Problems with the War Production Board, says in the associa- 
ve Pamphlet that planning now for immediate rehabilita- 
= of the railroad system by the industry and its suppliers, by 
+ Toad labor and the government in the period after the war, 
ae ae if the industry is to survive. At the same time, he 
“ , if the railroad industry’s problems, which had been made 
th more severe by wartime strains, were seriously faced now, 

€ nation could look forward to “a transport service superior 


Mr. Williams, now an economic analyst of transportation ~ 
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to anything we have ever expcrienced and at lower costs.” 
He emphasized that industry must make its own definite 
plans of physical rehabilitation and improvement. He sum- 
marized his recommendations as follows: 


(1) Concentration on heavy freight traffic over long distances. 
(2) Immediate physical reconstruction, at the close of the war, of ob- 
solete equipment to modern standards. (3) Modernization of terminals 
and yards, unification of terminal operations, and the reduction of 
competitive solicitation and ,unproductive services within the industry 
itself, to do away with heavy costs and wastes. (4) Abandonment of 
railroad lines ‘‘where the railroad is definitely less economical than 
other forms of transportation or where the availiable traffic volume is 
inadequate to support several competitive services.’’ ((5) Elimina- 
ttion of unnecessary duplication of service and expensive interline 
competition, keeping in mind the advisability of combining into a 
smaller number of operating companies, and the need for mainte- 
nance of a flexible railroad system with alternative main routes and 
considerable excess capacity to meet national emergencies. (6) ‘‘Post- 
war adjustment of rates to a declining price level.’’ (7) ‘‘The setting 
aside of reserves against depreciation and deferred maintenance’’ (with 
help from the government). (8) Promotion of long distance recreation 
travel with comfort, cleanliness, and economy stressed, to compete 
with the bus and the automobile. (9) ‘‘Reasonable protection and ar- 
rangements to absorb displaced workers.’’ (10) Continued cooperation 
between shippers and carriers, (11) Coordination of the railroads with 
other types of transportation. 


Rail War Performance 


So far in this war, the nation’s railroads had moved about 
three times as many troops and more than five times as much 
army freight and express as they did in the entire period of the 
first world war, Albert R. Beatty, manager of the publicity sec- 
tion of the Association of American Railroads, told the Pitts- 
burgh Kiwanis Club Oct. 28. 

In the first 22 months that America had been at war, said 
he, approximately 25 million troops were carried by rail in 
organized movements, as compared with about 8,800,000 men 
in similar movements in the 19 months this country was in the 
last war. Troop movements in this war, he said, accounted for 
about 20 per cent of the total passenger-miles of the railroads, 
while they constituted only 8.6 per cent of the passenger mile- 
age last time. 

In the same 22-month period, Mr. Beatty declared, the rail- 
roads hauled nearly 102 million tons of army freight and ex- 
press, or at a monthly average of more than four and a half 
million tons. In the last war, he said, the monthly average was 
less than a million tons. He pointed out that approximately one- 
fourth of the army freight and express moved by rail since the 
war began had gone to the ports for shipment to our forces 
overseas. He said that more than a ton of supplies a man a 
month was shipped abroad to maintain our fighting forces in 
the overseas theaters, and this did not include the seven and a 
half tons of freight which accompanied each man when he was 
sent abroad. 

The load that had been placed on the railroads had grown 
to tremendous size, said he, and there was every indication that 
it would continue to increase. In the first nine months of this 
year, he said, railroad freight business was more than two and 
one-fourth times as much as it was in the corresponding period 
of 1939, the year war broke out in Europe, and railroad pas- 
senger traffic was nearly four times as great. 

“It is now apparent,” Mr. Beatty continued, “that the rail- 
roads in 1943 will carry nearly 90 per cent more freight traffic 
and about 100 per cent more passenegr traffic than they did in 
1918, the peak year of the first world war.” 

Looking ahead, he said that although no one knew for cer- 
tain what the demands would be, it was estimated that railroad 
freight traffic in 1944 would be about six per cent more than it 
was this year, and passenger business would increase another 
15 per cent. 

“To handle this increase on top of what they are now car- 
rying,” he concluded, “the railroads will have to be allowed the 
equipment and the men they need to do the job.” 


RETURN OF VESSELS TO OWNERS 


The House committee on merchant marine and fisheries 
has favorably reported to the House, with amendments, H. R. 
3261, a bill to authorize the return to private ownership of 
Great Lakes vessels and vessels of 1,000 gross tons or less, 
“which can be spared without detriment to the department of 
agency having possession thereof.” The committee pointed 
out that in the course of the present emergency the United 
States had acquired ownership of large numbers of such craft, 
and that now craft especially designed for the work in which 
these vessels had been engaged were being produced in increas- 
ing volume. Therefore, it said, it was anticipated that a sub- 
stantial number of these vessels could be released without 
interfering with the war effort. The bill does not cover vessels 
chartered to the government, the return of such vessels to 
owners being provided for in the charter agreements. 
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Land on Postwar Shipping 


Admiral Land, chairman of the Maritime Commission and 
head of the War Shipping Administration, in a Navy Day 
address, Oct. 27, before the Rochester, N. Y., Chamber of 
Commerce, expressed the belief that merchant shipping and 
trans-oceanic aviation after the war should and would com- 
plement and supplement one another, and that proper opera- 
tion of both would “so expand our nation’s overseas transport 
business that there will be no need for legal restrictions 
restraining either from fair competition.” 

He said the commission had set up a post-war planning 
organization with 14 sub-committees and that it was making 
an extensive survey of “the whole situation.” 

Continuing, he said, in part: 


The future of our merchant marine is, of course, subject to inter- 
national policies and adjustments. Ships engaged in domestic trades 
are a domestic matter and do not impinge upon our relations with other 
countries. Ships which go abroad, however, are instruments of for- 
eign policy and must be treated as such. The United States has no 
desire to thwart the legitimate aspirations of other nations at sea. At 
the same time we have learned by experience that an adequate mer- 
chant marine is necessary to our own security. 

Those of us who are responsible for the development of American 
shipping recognize those things and we take them into account. We 
have no ambition to ‘‘hog’’ the seas. We will play ball with any of our 
friends who are willing to play ball with us. All we ask is that our 
legitimate requirements be accepted by those friends abroad. 

Collaboration won’t be easy. It is one of those things which 
everyone favors in principle but few support in practice. Everybody 
wants to cut the pie but no one wants to take a small piece. There 
are only so many pieces. The only alternative to taking smaller pieces 
than we would like is to increase the size of the pie. We have not 
scratched the surface of our foreign trade potential. I recommend 
that we bake a bigger pie—that we build up and expand our foreign 
trade. 


Admiral Land said this country could use more ships now 
than it had, but that the cargoes vitally essential to our war 
effort were being carried and without delay. There had been 
an improvement in the shipping situation, and much credit for 
that must be accorded the American shipping industry, he said. 

American shipyards, now completing nearly six merchant 
ships a day, had made the principal contribution toward replac- 
ing all of the losses sustained by the merchant marine of the 
United Nations since the war began, he said. 


Ship Sales Transactions 


Senator Aiken, of Vermont, in remarks in the Senate, Oct. 
25, accused the Maritime Commission and the Waterman Steam- 
ship Corporation of “plundering” the American taxpayer through 
the purchase by the commission of five ships from the Water- 
man corporation. Admiral Land, chairman of the commission, 
replied to the charges, presenting the transactions as favorable 
to the government. 


“These five ships,” said the senator, ‘upon which the Mari- 
time Commission itself had placed a value of $203,807, were 
purchased by the commission for $3,296,500 or over 16 times 
the legal valuation placed thereon by the commission.” 

The senator also said the commission purchased two ships 
from the Pan-Atlantic Steamship Corporation “which is owned 
by the Waterman Steamship Corporation,” for $1,089,000, or 11 
times the value placed on them by the commission. 

Senator Aiken said the data submitted came from the 
Comptroller General of the United States. 

Senator Barkley, Democratic leader in the Senate, after 
Senator Aiken’s remarks, submitted for the Record a letter sent 
by Chairman Land to Chairman Bailey, of the Senate com- 
merce committee, and an opinion by Lindsay C. Warren, Comp- 
troller General of the United States. 

Chairman Land said the vessels involved were not pur- 
chased by the commission for cash but that the acquisition fig- 
ures represented trade-in allowances under section 510 of the 
merchant marine act, 1936, which were applied against the pur- 
chase by the companies concerned of at least an equivalent 
amount of new tonnage purchased at wartime prices. 

“Waterman Steamship Corporation and its affiliate are ac- 
quiring new vessels without the aid of any construction subsidy 
whatsoever,” said he. ‘They are paying for the new vessels the 
entire war costs to the commission, less the trade-in allowances 
for the old vessels. 

“The new vessels are of the modified C-2 design, and it may 
be conservatively estimated that the difference between 1938-39 
costs of these new vessels and their actual war cost is in excess 
of $800,000 per vessel. Present costs are, as you know, far in 
excess of pre-war costs, due to war conditions, particularly the 
excessive amount of overtime incurred in speeding up construc- 
tion and other increased costs arising out of labor and material 
shortages. As a matter of fact, if we were to sell our new ves- 
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sels at pre-war costs, Waterman and its affiliate could aftont 
give us the old vessels for nothing, rather than accept the a 
ances, ranging between $560,000 and $687,000 actually » 
Notwithstanding the fact that the Comptroller General’s onlal : 
would permit the commission to allow the full market yg) 
for the old vessels, we have applied the principle laid down; 
that opinion in such manner as not to make an allowance f 
the old tonnage over and above the lowest possible estimaje, 
pre-war value which would be in excess of a similarly congen 
tive estimate of the increased construction cost of the new} 
nage which we are selling.” 

Chairman Land said the so-called values mentioned by 
ator Aiken were not much more than scrap prices for 
sels involved. 


UNIFIED SHIPPING CONTROL REPORT 

Exception to statements appearing in the report ¢ 
Senate military affairs subcommittee on war mobili 
criticizing situations in the port of New York, has been | 
by the joint steamship and railroad committee of the , 
Association of the Port of New York in a letter recej 
the subcommittee (see Traffic World, Oct. 9, p. 866). 

The association committee said the "subcommittee 
asked “us to get together.” 

“We have been together since before Pearl Harbor: 
day,” said the association committee. 

The committee asserted that it must draw the conch 
that the subcommittee’s information was obtained fre 
source that had no knowledge of the true facts “becaug 
this work has been thoroughly coordinated.” 

It was stated at the Senate committee’s office that at 
had not yet gone forward to the New York protestans, 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate ong 
No. 221, prescribing maximum rates and surcharges for tra 
portation of nitrate of soda from Chilean ports to U. S. po 
and canceling, as of Oct. 21, rate advices 1 and 15 and ym 
orders 53 and 56. 

By its rate order No. 222, the W. S. A. has authoriz 
uniform one-way passenger fares applicable to all grades @ 
accommodations on all types of vessels operated for its accor 
between U. S. Atlantic ports or U. S. Gulf ports, on the ¢ 
hand, and many destinations in foreign countries and U,.§ 
island possessions, on the other, effective as of Oct. 21. 

Maximum rates and surcharges for transportation of on 
and ore concentrates in bulk from Cuba to U. S. Atlanti 
and Gulf ports have been prescribed by the W. S. A. ini 
rate order No. 223, canceling rate order No. 172, effective 
of Oct. 22. 

A rate of half a cent a gallon plus a surcharge of 33 x 
cent has been authorized by the W. S. A. in its rate on@ 
No. 224 with respect to transportation of crude coke oven t# 
in bulk, in tankers of over 3,000 gross tons, operated for 
account from U. S. Atlantic ports to U. S. Gulf ports, effecti 
on loadings completed on and after Oct. 22. 

Rates and surcharges for tanker transportation of bul 
petroleum and petroleum products from the Netherlands We 
Indies to Central America have been authorized by the W. SA 
in its rate advice No. 74, effective on loadings completed 1 
and after Oct. 22. 


AIR TRANSPORT PRIORITIES 

Major General J. A. Ulio, the Adjutant General, has iss 
regulations on priorities for air transportation on civil % 
carriers, superseding those contained in directive No. 5, date 
Jan. 20, 1943 (see Twaffic World, Jan. 23, p. 199). The m 
regulations were published in the Oct. 26 issue of the Fede 
Register. 

One of the requirements of the new regulations is that, i 
making requests for priorities for cargo (air express), the fi 
lowing information be furnished: (1) Government departmel 
or agency in the interest of which shipment is to be made; (2 
shipper and consignee; (3) shipment “from” and “to”; @ 
individual through whom shipment may be located; (5) numbé 
of pieces, weight, and dimensions; (6) whether shipment can i 
divided; (7) time shipment will be ready; (8) information! 
justify need for priority “in accordance with this regulation 

It is provided, further, that requests for air expres 
priorities may be initiated by either shipper or consigne 


»depending on which one can furnish certification as to ™& 


urgency and the need to the war effort. 
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The Diamond T Motor Car Company has _ issued 


chart, 17 by 22 inches, listing items of winter servicing ™ 
trucks. The listings are under three heads, engine, chassis @ 
accessories. They are designed especially for war-time mal 
tenance to insure longer truck life. 
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‘port Authorities’ Meeting 


ederal Legislation to Expedite Postwar Return to 
Local Agencies of Facilities Acquired in Wartime 
by Army and Navy Proposed—Hedden Suc- 
ceeds Gates as President 


(By Joseph C. Scheleen, Staff Correspondent at New Orleans) 


ante. 
Opi ity 
Value 
Own j 


At the closing session 
of its thirty-second annual 
convention at New Or- 
leans, October 22, the 
American Association of 
Port Authorities decided 
to ask Congress for leg- 
islation to enable publicly- 
owned port agencies to re- 
gain possession of port 
facilities taken over since 
Pearl Harbor by the fed- 
eral government, at such 
time as the facilities 
ceased to be useful or 
needed for federal pur- 
poses. 

The association’s pro- 
posal for such legislation 
was embodied in one of 

| the resolutions adopted on 
the last day of its three- 
day meeting. Other prin- 
cipal business of the con- 
vention that day was the 
election of officers, by ap- 
proval of the nominating committee’s report. 
Walter Hedden, director of port development of the Port 
pf New York Authority, became the new president of the asso- 
jation, after having served as first vice-president. He _ suc- 
eeded Mark H. Gates, secretary of the Board of Harbor Com- 
issioners of the Port of San Francisco, as president. Other 
officers for the new business year of the association are: 


WALTER P. HEDDEN 


3. pe 


nd ra 


1 U.S 


R. T. Spangler, port manager of the Broward County Port Author- 
ty, of Rort Everglades, Fla., first vice-president; Arthur Eldridge, 
general manager, Board of Harbor Commissioners, Los Angeles, Calif., 
second vice-president, and Kenny J. Burns, port manager, National 
Harbors Board, Vancouver, British Columbia, Canada, third vice-presi- 
lent (re-elected); Tiley S. McChesney, New Orleans, La., secretary- 
reasurer (re-elected). Mr. McChesney, identified with the port of New 
Drieans since 1887 and at present serving it in an advisory capacity, 
has been secretary-treasurer of the A. A, P. A. since 1922. 

Re-elected as members of the board of directors: G. H. Pouder, 
lirector of the Export and Import Bureau of the Baltimore, Md., 
hamber of Commerce; William McC. Paxton, vice chairman and 
reasurer of the State Port Authority of Virginia; George W. Osgood, 


of bulie™Manager and chief engineer of the Port of Tacoma, Wash.; E. O. 
ls Weigecwell, general manager, Board of Commissioners of Port of New 
V.S.3 Drieans; C. E. Sauls, general manager, Alabama State Docks Commis- 
ated 6 sion, Mobile, Ala.; F. W. Parker, general manager, Galveston (Tex.) 


arves; Eloi J. Amar, port manager, Board of Harbor Commissioners, 
ong Beach, Calif.; J. Russell Wait, director of the Port of Houston, 
Jex.; T. H. Banfield, member, Portland, Ore., board of harbor commis- 
loners ; R. K. Smith, K. C., of Ottawa, chairman, National Harbors 
board of Canada, and P. J. Mulqueen, member of the Toronto, Canada, 
harbor boards. 

New members of the board of directors: J. Spencer Smith, .of 
Tenafly, N. J., president, New Jersey State Board of Commerce and 
avigation; Andrew Lane, general manager, Boston (Mass.) Port 
Authority; William S. Rosasco, Jr., port manager at Pensacola, Fla.; 
. G. Garlan, chairman, South Jersey Port Commission, Camden, 
.J.; H. C. Brockel, general manager, Board of Harbor Commissioners, 
ilwaukee, Wis., and Arthur H. Abel, port manager and chief engineer 
bf the Board of Port Commissioners of Oakland, Calif. 


ivil a 


the fo 


Mr, Gates, as the retiring president, automatically became 
h member of the board. 
_ The directors, in a meeting immediately after their elec- 
Won, chose an executive committee consisting of Mr. Garlan, 
tr. Amar and Mr. Parker. 

Registrations at the convention totaled over 160. 


‘a (4) 


General Wylie Speaks 





to U 
In panel discussions in the first two days of the convention, 
€ question of what disposition would be made, after the war, 
bf the port property that the federal government had acquired 
uel Tough the War and Navy Departments was raised frequently. 
ing aie the course of a panel discussion Oct. 20, at which Mr. Hed- 
€n presided, Brigadier General R. H. Wylie, acting chief of 


SS iM sPortation, Army Service Forces, said the War Department 
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certainly was not interested in “retaining a large number of 
facilities after we no longer need them.” Captain C. B. Hunt, 
U. S. N., participating in that discussion as representative of 
Rear Admiral W. W. Smith, director of the naval transporta- 
tion service, said he was sure that Admiral Smith would concur 
heartily in what General Wylie had said. Ralph A. Hallett, 
director of the division of regulation of the Maritime Commis- 
sion, said the commission was not a party to government con- 
trol over terminal facilities and was not a holder of any title. 
He suggested that the policy of Congress would be kept in mind 
in turning back facilities to private industry, and added that if 
the merchant marine was to be turned back to private enter- 
prise after the war, it was proper that the harbor facilities also 
be turned back. Mr. Hedden, in opening discussion of the prob- 
lem, said that at some small ports the federal government had 
taken over facilities to the extent that the ports, as such, were 
“practically out of business,” and he mentioned specifically, in 
that connection, the ports of Portland, Me., New London, Conn., 
and Stockton, Calif. He said the ports were wondering whether 
with changes in the war situation it would be possible to restore 
more of the port facilities to local control. 

John McKenzie, commissioner of ‘marine aviation in New 
York City, said the principal question was “‘whether” the ports 
would get their facilities back from the government. He charged 
that neither the army nor the navy knew what the other was 
doing with respect to use of port facilities. The New York port 
was still “lacking” about seven piers that the government had 
taken over in the last war, he said. 

“Get the army or the navy or Uncle Sam to say that ‘when 
we cease to use your facilities, you can have them back that 
day’,” he suggested. 

Under the resolution on this matter which it adopted, the 
association would urge Congress to “adopt legislation vesting 
states and municipalities and municipal agencies with the right, 
at their option, to re-acquire lands theretofore acquired from 
such states or municipalities or municipal agencies by the fed- 
eral government but no longer needed or useful for federal 
purposes.” 

Another resolution adopted by the association Oct. 22 di- 
rected its president and executive committee to “make all neces- 
sary studies” relative to the possibility of resumption of inter- 
coastal and coastwise shipping “at the earliest time consistent 
with the fullest prosecution of the war.” Resumption of those 
services was dictated by the necessities of the national emer- 
gency, according to the resolution. 


Membership Expansion Question 


Two actions by the convention were directed toward the 
possibility of expansion of the association’s membership. The 
port officials adopted a resolution directing their membership 
committee to “follow closely the establishment of airports of 
entry, if any, for overseas passengers and cargo, of to report to 
the association from time to time, with recommendation as to 
the desirability of admitting to membership in the association 
the governmental bodies operating them.” They also acted 
favorably on a motion to amend the association by-laws so as 
to broaden the membership eligibility provisions, without loss of 
control of association affairs by the representatives of the pub- 
licly-operated ports. Thus, it was explained, private terminal 
operators could become members, but control through repre- 
sentation by a majority of the board of directors would rest in 
the organization as presently constituted. 

The time and place of the next national convention will 
be decided at some future time by the new executive com- 
mittee. 

Forums on Port Topics 


In the discussions of topics of interest to the port officials 
in their sessions Oct. 20 and 21, the panel discussion leader in 
each instance called on a few of the members present to sit 
with him at the “discussion table” and to state their views on 
the particular subject considered. Further expressions by other 
members were invited. 

As the convention began, Oct: 20, the Rev. H. L. Johns, 
D. S., gave the invocation, and Pendleton E. Lehde, president 
of the Board of Commissioners of the New Orleans port, Jesse 
S. Cave, New Orleans commissioner of public finance, and A. 
Miles Pratt, U. S. collector of customs at New Orleans, wel- 
comed the visiting port officials, and Mr. Hedden, of New York, 
and W. H. Bosley, Toronto, Canada, harbor commissioner, re- 
sponded on behalf of United States and Canadian members, 
respectively. Reports by President Gates, Secretary McChes- 
ney, and the board of directors followed. 

Panel discussion topics that day, in addition to that of 
“Ports in Wartime,” were “Postwar Air Trade and Travel” and 
“Public Airport Agencies and the American Association of Port 
Authorities.” 

General Wylie, speaking about wartime use of ports, said 
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that the army had “more or less monopolized” certain ports 
and that at some ports the flow of army traffic exceeded the 
capacity of local labor to handle it and soldier labor was being 
used. He said that whenever the enemy in Europe collapsed 
there would be a greater movement on the west coast than 
there was now on the east coast and added that there were 
indications that some material would, in that event, have to 
be shipped from east coast and Gulf ports through “the Canal.” 


Air Transport and Ports 


Speakers on the subject of postwar air trade and travel 
were Mr. Pouder, as panel chairman; Charles B. Donaldson, 
director of airports, Civil Aeronautics Administration, who dis- 
cussed technical aspects of airport construction; Stuart G. 
Tipton, assistant general counsel of the Civil Aeronautics Board, 
who outlined controversial questions relating to acquisition of 
control of air carriers by surface carriers and proposals to 
relax the policy with respect to such matters set forth in sec- 
tion 408 of the civil aeronautic act; Richard S. Maurer, assistant 
general counsel of the Chicago & Southern Air Lines, who 
spoke about developments in domestic air transport service; 
and J. Carroll Cone, assistant vice president of Pan American 
Airways System, New York, who said, among other things, 
that Pan American was fortunate in some respects, unfortu- 
nate in others—unfortunate in that “we find ourselves in a 
situation where we are lambasted by the word ‘monopoly’.” 

To a question by Mr. Gates as to whether air carrier com- 
panies were planning to provide their own facilities for cargo 
handling, or whether they expected the ports to provide them, 
Mr. Cone answered that it would be ‘much more desirable” for 
the ports to provide land or water facilities and that it would 
be wasteful if each carrier were to provide its own port facili- 
ties. 

Restriction on Surface Carriers 


Mr. Tipton stated that, under existing law, no surface car- 
rier in its own right could obtain an air certificate unless it 
made an “exceptionally strong” showing that the public interest 
would be better served by the performance of transportation 
service by a surface-carrier-owned air line than by performance 
of such service by an independent air line. 

Mr. Maurer said the domestic air lines had outlinéd four 
principal types of routes: (1) international routes to new coun- 
tries; (2) trunk-line operations, in which about 300 cities were 
now served and in which it was planned to serve all cities of 
100,000 or more; (3) local service, in which trunk-lines “dipped 
down” and offered service to smaller communities, and (4) 
trade area service. As to international air routes, he said, no 
seaport needed to fear what the airlines were going to do in 
the future. The air lines did not expect to supersede other 
forms of transport, but to take their “own place” in the trans- 
portation system. Mr. Donaldson was asked what provisions 
were being made to enable cities whose grants for additional 
runways had been approved but in which construction of the 
runways had not begun, to “catch up.” He said that a “process 
of equalization” of airport programs as between cities might 
be effected if Congress would make the funds available. 


Outlook for Airports 


In the forum on public airport agencies, Mr. Spangler, as 
panel chairman, said it was difficult to develop facts for re- 
liable estimates as to the number of airport terminals that 
would be required in this country after the war. He cited one 
estimate that 865 major airports with runways of not less than 
3,500 feet would be required. 


Regulation of Seaports? 


L. I. Shelley, counsel for the Port of New York Authority, 
discussed provisions of proposed legislation now pending in 
Congress for regulation of airports and air operations. He saw 
a possibility that there would be, in the future, two groups of 
ports—airports and seaports—with airports subject to federal 
regulation, the seaports not so regulated. In that event, he 
said, it would become only a question of time until the sea- 
ports, too, were government-regulated. He did not believe that 
seaports would be “swamped” by competition from ports of 
entry for air traffic. 

J. A. McNiven, chief of engineer of the New Orleans port 
commissioners’ board, explained the construction of New Or- 
leans wharves and described various features of the port, in an 
address at the opening of the Oct. 21 sessions. 

“Public Port Policy’ was the subject of the panel discus- 
sion that followed, with Mr. Eldridge presiding. Other discus- 
sion leaders were Chester Marshall, Gulf coast director for the 
War Shipping Administration; W. Reginald Jones, port attorney 
for the Port of Oakland, Calif., Mr. Garlan, Mr. Hallett and 
Mr. Jewell. ‘ 

Port Debt and Revenues 
Mr. Eldredge said it was “safe to state” that the present 


depreciated value of all public owned port facilities in the 
United States exceeded three-fourths of a billion dollars. While 
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the majority of ports were able to meet all operating, » — 
tenance and interest costs from their revenues, he sai P am 0 
cases in which they were also able to retire maturing bong However, 
provide adequate sinking funds were rare. He contended qm it may 
some port authorities had been too lenient in assessing chap applicatio 
against carriers. Commissi¢ 
Mr. Jones said the question of whether or not ports wai 0¢8!2 2° 
subject to some degree of regulation by the Maritime Comm. yenas © 
sion was now before the Supreme Court of the United Stumm ail 
Until it was decided that the ports were subject to such repy; 
tion, he said, the Pacific coast ports were proceeding on 4 1 
theory that they were free agents. He referred to agreemen Com 
entered into by operators comprising the Northwest Mara It w 
Terminal Association and by the California Association of Pil mercial 
Authorities, under section 15 of the shipping act, 1916 4 “even be 
former agreement approved by the Maritime Commission Jy this did 
30, 1939, the latter agreement approved by the commission ervices 
24, 1941. Subsequently, he said, a coordinating committee q carr di 
those associations had been formed. He added that this con of traffic 
mittee, though devoid of power, was “a device which we a Sention 
very hopeful will eventually result in a uniformity of charo \ He 
and practices at all Pacific coast ports of the United State’™ wicsion 
Much-needed rate increases had been made that could not hay a ep 
been made if those three organizations did not exist, said \j th ae 
Jones. The most important result, however, he added, hyj this dire 
been the development of a mutual feeling of confidence ay ” 
trust. : cage 
Shore Plant Improvements Advised “we ml 
Mr. Marshall expressed the view that, while there h; with ou 
been great improvements in ship construction in recent yeangm have be 
harbor facilities in many places had not kept pace with thyme 2Nd to | 
times. New ships, 50 per cent faster and in other ways mong tect tc 
economical than older ships, were costly, and their serviggm 2tor we 
would be “love’s labor lost” unless complemented by an img such te 
proved shore plant, he said. He said that docks, wharves anjge Prioriti 
water terminals were public facilities and that the avenyg charge 
apparently was open for federal financial aid. Si 
Mr. Jewell, of New Orleans, said this port had joint rag resenta 
road terminals and state terminals and that, under the existing sion W! 
arrangements, if a boat had cargo for any carrier other tha conside 
the carrier at whose terminal it was unloaded a tollage wag able; n 


charged by the port commissioners on that part of the cargo - 
Mr. Hallett said there was a need for regulation of port ter ‘T 
minal rates and that if it was possible to get such regulating mercial 


by voluntary means it was much better, and the Maritime Com™™ charge 
mission would prefer it that way. He averred that the Interg marine 
state Commerce Commission would not require the railroad plans r 
to segregate their charges at terminals. Mr. Wait, of Houston tions v 
referring to the theory of indirect benefits from operation of 4 He 
free port, suggested that if that theory was sound, there shoul ayailat 
also be free tugboats and free pilotage. He 
Transport in South America nite 
Dr. Jose O. Monasterio, of Loyola University, New Orleans, @ quiren 
was the principal speaker in panel discussion, Oct. 21, of the space 
subject of Pan-American Relations. He stated that one reason 10 per 
for slow industrial development of the republics south of th® in par 
United States was the high cost of building railroads, becaus: wi 
of the topographical irregularity encountered. He said tha ® joc + 
on a ton of tin ore mined in Bolivia and involving a total cost the spi 
at a European destination of $84.44, about 53 per cent of the ® sires, 
cost was due to the short rail haul from the mine to the coast @ termin 


Dr. Monasterio gave advice to business men on the prope On 


manner of approach to prospective customers in Central and oe 
South America. prance 
Captain Norman B. Hall, of Washington, chief of the port “7 
security division of the U. S. Coast Guard, led a discussion o § progra 
proposed new regulations on port security, after distributing § able v 
copies of the suggested regulations to those present. oe . 
ua. 

“Submerged Land” Litigation a 

Committee reports submitted at the convention related t0 § ‘eauir 

the subjects of submerged and reclaimed land legislation, law = an, 
and legislation, publications, standardization and special rt etuatl 
search, foreign and domestic commerce, hazardous cargoes, I 
national defense. The committee on submerged and reclai decla 
land legislation said that several cases were pending on th § mari, 
Pacific coast wherein the federal government was attempting § cipje 
to take for its own use, without compensation, publicly the r 
privately owned submerged and reclaimed lands. It said that defer 
W. Reginald Jones, of the Port of Oakland, was appearing 0 ‘ 
behalf of the committee, for the purpose of filing a brief 8 Strip 
“amicus curiae,” in three court proceedings of this nature © § War 
San Francisco Bay. panic 
The report of the committee on law and legislation COM § trans 
tained among other things, the following: shore 


Looking toward a resumption of peacetime shipping, old and neW 
operators have filed numerous applications for certification as necessaly 
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carriers over world-wide trade routes. The United States Maritime 
Commission has indicated a reluctance to act on these applications 
pecause of its uncertainty as to what the postwar picture will be. 
However, the scramble for certificates and subsidies is so great that 
it may force the commission to proceed with consideration of these 
applications. Shipping interests are arguing strongly that the Maritime 
Commission should act now so that American lines will be ready to 
egin normal commercial operations on the day the war is over. 
NEE vessels will be plentiful after the war, and the big push is now on for 

operating rights and subsidies. 
























































Commercial Shipping Expansion 


It was conceivable that it might be possible to resume com- 
mercial operations of ocean-going ships on certain trade routes 




















16, tk “even before the final and decisive victory has been won,” but 

M™ this did not mean that immediate restoration of commercial 
On Jum services was planned by the Maritime Commission, said F. M. 
ittee Gi parr, director of the War Shippi&g Administration’s division 











of traffic, in an address before the National Foreign Trade Con- 
vention in New York City, Oct. 25. 

He said that studies were under way in the Maritime Com- 
mission and the W. S. A. to determine how and when the long- 
range program of merchant marine development initiated by 
the commission might be resumed, and that “one of the steps in 
this direction” was the possible resumption of commercial oper- 
ations of the U. S. merchant fleet. 

“In giving consideration to this possibility,” he continued, 
“we must not take any action that in any way will interfere 
with our war efforts. . . . With this possibility in view, steps 
have been taken to determine the practicability of such a step, 
and to ascertain just how the operators on certain routes would 
react to this possibility. If such a plan were adopted, the oper- 
ator would have full responsibility for the operation, except for 
such temporary governmental control as is necessary as to 
— on cargoes to be carried and maximum rates to be 
charged. 

"Several operators have discussed this possibility with rep- 
resentatives of the commission, having furnished the commis- 
sion with data as to the route or routes on which the operator 
considers the re-establishment of commercial services practic- 
able; minimum schedules of sailings, and the number of ships 
required, and other pertinent information, for study purposes. 

“This does not mean that immediate restoration of com- 
mercial services is planned. It does mean, however, that those 
charged with the fostering and development of our merchant 
marine are fully alive to their responsibilities, and are studying 
plans now for commercial operations as soon as the war condi- 
tions will permit.” 

















available for commercial use as soon as that could be done. 

He explained that under the existing war conditions, the 
government must control all shipping, with the result that little 
space was available for commercial cargo; that military re- 
quirements took about 60 per cent of the available export cargo 





, of the space and Lend-Lease about 30 per cent, with the remaining 
- reason 10 per cent allocated to commercial cargo. Continuing, he said, 
| of the in part: 
id thet With this 10 per cent allocated to commercial cargo, we strive to 
tal cos meet the desires of the destination country, rather than the wishes of 
| the shipper in determining what we can carry. In meeting these de- 
t of the sires, first come military needs, and second economic needs as de- 
e coast. termined by the decision of their foreign trade missions in this country. 
proper On imports we follow the requirements set up by the War Pro- 
ral and ‘duction Board, which takes into consideration the raw products of other 
nations essential to our war efforts, and the food requirements of our 
he port country... . 
al of In our allocation of cargo space, we strive to meet a country-wide 
ssion program, but we find ourselves faced at times with cargo space avail- 
ributing ® able without cargo being on hand for transportation. At the moment, 
due to the steadily expanding fleet of merchant ships, cargo space is 
actually ahead of cargo production. Please note that I said ‘‘at the 
moment,’’ and want to impress this point on your minds because of 
the factors involved. A sudden increase in military or Lend-Lease 
ated t0 § tequirements, intensified submarine warfare, or a spurt in production 
on, law in any one or more types of material could rapidly change this 
nial re situation. 
and 
Natened He said the Maritime Commission was mindful of the policy 
on the declared in the merchant marine act of 1936 that the merchant 
smpting marine should be privately owned and operated insofar as pos- 


ly a sible, but that the war now had overshadowed all functions of 
ay the merchant marine except those having to do with national 


id ke efense. 

ial ‘s _“Practically every vessel on the seas flying the Stars and 

ure @ Stripes has been requisitioned for ownership or charter by the 
War Shipping Administration,” he said. “Our shipping com- 

in oe panies have become agents for the government. Our inland 


portation systems, rail, water, truck and air, our long- 
shoremen and their stevedores have all become adjuncts to our 








He said the commission desired to make shipping space 
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war transportation efforts. They all are and have been per- 
forming in a most earnest manner without the glare of glamor 
or publicity, and they deserve our unstinted praise. 

“These groups, who have been operating on a basis that 
withholds any possibility of making war profits, have to a large 
extent been able to keep their organizations together, and will 
be in a good position to resume normal and private operations 
when the present emergency is over.” 


The Traffic Man 


Editor The Traffic World: 

First of all, I wish to thank you for your consideration in 
publishing my recent article. When I penned the letter that 
appeared in the Open Forum September 25, I primarily had 
in mind trying to develop why it was that there was no general 
recognition by employers of this highly specialized field and 
also trying to arrive at the remedy. I was desirous of develop- 
ing who had failed in not educating the administrators of 
industry as to the value of a traffic department headed by a 
competent traffic manager. 

Your editorial, ‘‘The Industrial Traffic Man,” was in point 
insofar as the employer’s ignorance is concerned, and did give 
us splendid post-war ideas as to the remedy, but it is very 
apparent from letters I have received from subsequent com- 
ments in the Open Forum that many traffic managers who are 
interested in the profession, like Mr. Schlauch (letter in the 
Open Forum, October 16) have apparently missed the boat in 
satisfying themselves that the fault lies principally with the 
traffic man or, in other words, that the traffic manager is to 
blame for the present predicament in the field. 

This may or may not be the case, and with no intent to 
argue the subject, I would like to ask Mr. Schlauch if he means 
to imply that all purchasing agents, credit managers, production 
managers, sales managers, etc., broadened their experience 
and knowledge so that they are not in the so-called shipping 
clerk stage. Of course, we know that this is poppycock, as 
there are many executives in other recognized fields that are 
in the so-called shipping clerk stage. 

Nevertheless, there is still a terrific demand for the shipping 
clerk stage purchasing agents, credit managers, production 
managers, sales managers, etc., but no one requires even a 
competent traffic manager. 

Why do many businesses, large and small, even with the 
manpower shortage, insist on having purchasing agents, credit 
managers, production managers, sales managers, etc., (can be 
verified by looking at any daily newspaper) but can apparently 
and do get along without traffic departments and traffic man- 
agers ? 

The answer is obvious—it must be due to the employer’s 
ignorance of what a traffic department can do and not to the 
shortcomings of the individual handling traffic. Who is to 
blame for the ignorance on the part of the employer? 

In trying to develop some of the reasons for the ignorance 
on the part of the employer, perhaps it might be in order to 
delve just a wee bit further into the proposed professionalized 
traffic management idea, that for some reason or other has been 
so well obstructed by some of the country’s top flight traffic 
managers. 

Obviously, if we can improve the qualifications of our 
traffic managers by professionalization, it should go a long 
way in helping the traffic profession to secure the recognition 
which it is surely entitled to. 

Hiram J. Adell, 
Traffic Manager, 
The Wolf Envelope Co. 


Cleveland, O., Oct. 21, 1943. 


W. S. A. PASSENGER-FARES 


Schedules of passenger fares between the United States 
and foreign ports and ports recently captured from the enemy 
were announced Oct. 25 by the War Shipping Administration. 
The rates are included in a revised schedule of passenger fares 
which has been issued for all types of vessels operated for the 
account of the W. S. A., and covering routes between the 
United States ports and all foreign areas to which vessels may 
operate. 

As other areas are liberated by the progress of the armed 
forces of the United States and the Allied Nations, the W. S. A. 
would quote additional fares as circumstances require, it said, 
adding: 

Typical new rates announced cover travel from U. S. Atlantic 
ports and Gulf ports to Tunisia, Libya, Corsica, Sardinia, Sicily, Malta 
and the west coast of Italy, for which the one-way fare is from $200 
to $250. However, only passengers authorized by the State, War and 
Navy Departments may be carried. General agents of the War Ship- 
ping Administration have been authorized to quote these rates for such 
passenger accommodations as can be provided under current conditions. 
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Rate Suspension Extension 


The Traffic World Washington Bureau 


The railroads have consented to entry by Commission of 
an order extending for six months beyond January 1, 1944, 
the suspension of the freight rate increases in Ex Parte 148. 
This action was announced after a meeting of the board of 
directors of the Association of American railroads Oct. 29. The 
railroads took the position, it was stated, that, in view of their 
present earning situation, despite uncertainties as to the course 
of future earnings, particularly as to wages, they did not feel 
they should oppose an extension of the suspension order for 
another six months. If the situation changed, it was pointed 
out, the carriers could ask for removal of the suspension order. 


Railroad Strike Vote 
(Continued from page 1069) 


Director Vinson’s action and that he was sure Director Vinson 
had done his duty as he had seen it. Mr. Eastman said he did 
not believe that Director Vinson’s decision was based in any 
way on the thought that the increases recommended would 
not cause, in the aggregate, too heavy a drain on railroad 
financial resources. Continuing, he said: 


I can express no opinion on the merits of the case before you. 
The most that I can do is to express my conviction that the failure to 
decide this matter definitely is now causing disturbance of the morale 
of the railroad employes and that there is a decided danger that the 
performance by the railroads of their immensely important part in the 
war effort will be seriously impaired unless this condition is soon cor- 
rected. . . . I believe that the railroad employes realize that the part 
which they play in the war effort is, while less dangerous, quite as 
necessary and important as the work which the men in our fighting 
forces are called upon to do, and that they want to continue to play 
that part faithfully. They have been disturbed and perturbed by the 
long delay in this matter and by a consequent feeling of injustice. 
Nevertheless my confidence in their character and patriotism is such 
that I believe they will accept such decision as the President may 
make on the basis of your recommendations, provided the necessity 
for that decision is made clear in the light of the governing law and 
the good of our country under the wartime conditions in which we are 
now living and the perils which lie ahead. 


Mr. Eastman said that “the remarkable performance of 
the railroads so far’ would have been impossible without “the 
loyal and hearty cooperation” of the employes. 


“I have had my differences of opinion in the past with 
the employes, or rather with their duly selected representa- 
tives, and I expect to have such differences of opinion in the 
future,” he said. ‘Nevertheless, the railroad employes are as 
fine a body of workers as our country possesses, and in general 
they are deeply patriotic. ... Any stoppage of railroad service, 
for even a short period of time, because of the refusal of em- 
ployes to work, would damage our war effort to a degree which 
I believe to be beyond the present power of any of our enemies. 
It is unthinkable that this should happen, and personally I do 
not believe that it ever will happen. To a lesser degree, but 
still to a very serious degree, any lowering of the morale of 
the railroad employes impairs our war effort. The campaign 
to increase railroad operating efficiency 10 per cent .. . cannot 
Pussibly succeed without the earnest and wholehearted co- 
operation of the employes.” 

The rail manpower shortage situation was exemplified by 
conditions in the southwest, where, because of creation of im- 
mense new war production plants on the west coast, the rail- 
roads, notably the Southern Pacific and*the Santa Fe, had 
suffered great losses of track labor, low in the level of railroad 
wages, he said. The threat to the physical condition of their 
roadbed and track caused by this situation became so acutely 
—— that drastic measures of relief were necessary, he 
added. 

“At length, and in part through the efforts of my own 
Office,” he continued, “relief was obtained by the importation 
of native Mexican labor. It was made a condition of this im- 
portation that these Mexicans should receive the same wages 
as paid by the railroads for the same work to citizens of the 
United States, and enjoy as favorable working conditions, and 
that they should be. returned to Mexico at the end of a definite 
period of time, which was made six months, subject to possible 
further extension. Several thousand Mexicans were thus im- 
ported, and track conditions were relieved. There is now an 
existing need for many more, but this need is not being sup- 
plied because the Mexican government has for the time being 
refused its consent. The danger to the physical condition of 
roadbed and track has again become acute.” 

Mr. Eastman called attention to the problem of the rail- 
roads in handling heavy war traffic with less cars and locomo- 
tives than they had in the last world war, and that to cope 
with that situation they had to keep their cars and locomotives 
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in repair. If the percentages of bad-order cars increase 
terially, the supply of available equipment would be 
materially, and “in the critical period which lies ahead, jf, 
of supreme importance that this should not happen,” he sai 
He added that the shopmen who did the repair work wey; 
the non-operating groups, that they were, for the most i 
mechanics of large experience and skill, and that it wag yi 
that they be retained in railroad employ. 

“They are men, however, who can readily find employmen 
at higher wages in the war production plants of the co 1 
he said. “There are advantages to them, in the way of seniority 
and pension rights, if they remain in railroad service, but they 
advantages are limited. They are not controlling.” 

He termed the wage controversy before the board “on. 
usual,” with the comment that, “in the ordinary sense,” wy 
controversy actually existed, the railroads being willing to 
the 8-cent increase that the emergency board had recomme 
and that the stabilization director had disapproved. 

Position of Railroads 

The railroads, through Mr. Aronson, urged approval ¢ 
the 8-cent wage agreement entered into by the railroads wit 
the non-operating unions as an offset to the fact that th 
employes did not get time and a half over 40 hours as did 
employes in other industries. 

“We think that the reasons which motivated the carriey 
to sign that agreement are such as to bring it into conformity 
with the stabilization program and the memorandum of J 
Vinson of June 30 in which he dealt with the earlier repo; 
of the Sharfman emergency board,” said he. 

“We recognize that the reasons which motivated our om ed 
currence in the wage agreement are not accepted by thiAssocia 
organizations as their motivating considerations, and this Mployes 
circumstance very probably accounts for the failure of th @hoard. 
organizations heretofore to secure governmental approval ¢ sign th 
the agreement, because undoubtedly they have not advan 0 pay 
the carriers’ reasons as justification for such approval. ThiMwage r 
hearing gives us opportunity for formal presentation of or A 
position, and we now avail ourselves of it.” 

Mr. Aronson then referred to that part of the Sharfma 
board’s report pointing out that railroad employes did nt 
get overtime after 40 hours but as a rule after 48 hom 
and that if railroad employes were to get overtime after 4! ployes 
hours, the increase in pay would be about 6 cents an hoit@¢ ra 
He said that while it was true that the overtime issue we Ge 
not before the Sharfman board, nevertheless the absence @ 
time and a half over 40 hours became a factor of some sig > 
nificance in a period when work in outside industries in exes." hi 
of 40 hours a week was required by executive order andisgeo” ™ 
substantial part of the 8-cent wage increase might be warranted— © u 
as compensation for or as an offset to the absence of sum. 
a rule in the railroad industry. Direct 

In the railroad industry, he continued, the situation wage 2 
and had been such that a normal 40-hour week was impma-g plo 
ticable and that at the same time there were peace-time abgee P4) 
vantages to the employes resulting from the 48-hour wokm® lo 
week, Nevertheless it was recognized that the mandatoygployes 
requirement of a 48-hour work week in outside industry wil added 
time and a half for hours in excess of 40 a week “producam’4y ¢ 
a current situation where the offsetting peace-time advantagagm® &© 
are overlooked and railroad employes feel that they are at dgetease 
disadvantage in comparison with others.” sidera 

“Here is a situation where it may be said that an artificialggpeen : 
although temporary, lifting of aggregate earnings in outsi( 0 44 
industries has been effected, whereas an equivalent result hago an 
not eventuated in the case of railroad employes,” he salt 
“The carriers were largely influenced to make the agreemeliggeener 
of August 7 in recognition of this situation. . . . Judge Vinson old I 
memorandum does not foreclose consideration of an increasgagen 
as an offset to the absence of the 40-hour week overtime bowe 
in the railroad industry. The mathematics of the situati0l I 
are such that consideration for the influence of the 40-holj™jhad | 
week would result in higher hourly increases for the high# ( 
paid employes, than would result in the case of the lowé 
paid employes. If this ascending scale reflecting the influent 
of the 40-hour week is combined with a tapered descendil 
scale of a basic wage increase, the composite result become 
approximately uniform or horizontal. . . . We recognize U 
almost universal desire on the part of the several organiZ 
tions for a uniform wage increase. ... For al] of these reas0l 
it seems to us that the agreement of August 7 providing ft 
uniform wage increase of 8 cents per hour in the case of tht 
73 classes of non-operating railroad employes may propell/ 
be approved within the limitations of Judge Vinson’s meme 
randum. Accordingly, we ask you as executive advisers ! 
the President of the United States, to recommend that @ 
agreement of August 7 for uniform increase of 8 cents Pim 
hour be approved.” 

Mr. Aronson said the fact was that though not in acco 
as to the reasons why the agreement of August 7 should & 
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approved, there was no pending dispute between the carriers 
and these employes with respect to wage rates. 
“We have reached an agreement and it awaits only gov- 
mental approval for its consummation,” said he. “This 
statement of the position of the carriers is not complete with- 
out reference to a development which has taken place within 
the last day or two which is of deepest concern to the railroad 
industry and the nation at large. These fifteen non-operating 
railroad labor organizations are now spreading a strike ballot. 
Railroad management here records its disapproval of that 
procedure. Under existing conditions, a railroad strike is abso- 
jutely unthinkable and we can only hope that the considered 
judgment of American railroad employes will impel them to 
vote against any such action. One final word should be said. 
Notwithstanding the pendency of the strike vote, railroad man- 
ment will continue to cooperate in every possible way to 
the end that an orderly and dispassionate solution may be 


ed. 

Asked by Chairman Shaw if a quick court solution could 
be had to the question of the legality of the procedure adopted 
by the administration, raised by counsel for the employes, Mr. 
‘Aronson said he had given the matter no thought, as he had 
not known until that morning that the question would be raised. 

owever, he added, if such a course of action was taken, man- 
agement would cooperate in every possible way to expedite 
such a court decision. 


Short Lines and Express Agency 


C. A. Miller, counsel for the American Short Line Railroad 
Association, said his organization had no agreement with em- 
ployes of the members to submit to the special emergency 
hoard. He believed, however, that most of the short lines would 
sign the Aug. 7 agreement “to the extent they have the money 
0 pay the bill, but they could not agree to the 54-cent minimum 
wage provision contained in that agreement, he averred. 

A. M. Hartung, vice-president of the Railway Express 
Agency, Inc., read a letter he had addressed Aug. 16 to Di- 
ector Vinson, setting forth the contention that Director Vin- 
son’s order of June 22, disapproving the 8-cent wage increase 
with respect to “the rates of pay of non-operating railway em- 


Waployes” did not include express employes because they were 


not railway employes. 

George M. Harrison, president of the Brotherhood of Rail- 
vay and Steamship Clerks, etc., interjected that he agreed with 
that statment. Mr. Hartung said that Mr. Harrison’s organiza- 
tion had made no request for payment of the wage increase to 
he express company employes it represented. 

Mr. Hartung said that the “substandard” test suggested in 
Director Vinson’s memorandum opinion of June 30 as a basis 
or a possible increase in the rates of pay of non-operating 
employes did not apply to express employes. The average rate 
bf pay of express employes, he said, was 93 cents an hour and 
e lowest hourly rate of any class or group of express em- 
ployes, that of office attendants, was 82.71 cents an hour, he 


wihmeecded. He said the average hourly rate for non-operating rail- 


way employes was 73.8 cents. Under the Little Steel formula, 
e express workers might claim they were entitled to an in- 
rease of 2.95 per cent in pay, but if there was taken into con- 
sideration the fact that the work-week of these employes had 
been shortened in October and November, 1940, from 48 hours 
0 44 hours, it must be concluded that they were not entitled 
0 any increase, he contended. 

“By reason of the high level of express wages and the 


imeeneral atractiveness of its working conditions,’ Mr. Hartung 


old Director Vinson in the letter of Aug. 16, “Railway Express 
agency has experienced and is experiencing no acute man- 


power shortage.” 


- situation 
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He said the reply he had received from Director Vinson 
ad been merely an acknowledgment of receipt of his letter. 

Chairman Shaw called for witnesses for refrigerator car 
sg and stockyard companies, but none volunteered to 

ify. 

He said the matter presented to the board would require 
onsiderable study, and, after obtaining assurances that the 
board might communicate at any time with counsel for the 


arties, announced adjournment of the hearing, late in the 
aiternoon of Oct. 28. 


1 .c. C. PRACTITIONERS 
The following have been admitted to practice before the 
ommission: James Edwin Belser, Columbia. S. C.; Sydney 
€rman Cohen. Bloomfield, N. J.; Hartley C. Cutter, Washing- 


peimon, D. C.; Arthur H. Dean, New York, N. Y.; Arthur S. Evans, 


ome, N. Y.; William H. Gage, Buffalo. N. Y.; Raloh B. Gra- 
am,, Jr., St. Louis, Mo.; Donald O. Hobart, Newark, N. J.; 
pein Canavan Hurlbert, Buffalo, N. Y.; Julian L. Johnson, 
olumbus, S. C.; Barnie P. Jones, Burlington, N. C.; Chester 
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E. King, Washington, D. C.; Virgil J. Livingstone, Washington, 
D. C.; Eugene H. Mast, Grand Junction, Colo.; Malcolm D. 
Miller, Washington, D. C.; David H. Moses, Suffern, N. Y.; 
W. Jerome Offutt, Frederick, Md.; Charles D. Peet, New York, 
N. Y.; Edward Reiter, New York, N. Y.; Charles Edward 
Ryan, Jr., Boston, Mass.; R. H. Scott, Dallas, Texas; Joseph 
J. Shapiro, New York, N. Y.; Cyril J. Smith, Houston, Texas; 
Karl J. Stipher, Indianapolis, Ind.; C. Austin White, New York, 
N. Y.; and Earl F. Wingren, Denver, Colo. 


PRACTITIONER OFFICERS 


_._ The Association of Interstate Commerce Commission Prac- 
titioners has announced that, due to war conditions, the asso- 
ciation will not hold an annual meeting this year. Therefore, 
it said, Charles R. Seal, president; Charles E. Bell, treasurer; 
and Charles Donley, secretary, tendered their resignations as 
of the date of the meeting of the executive committee, Oct. 22, 
and that the committee had elected the following officers to 
serve until the next annual meeting of the assoc‘ation. 

Warren H. Wagner, Washington, D. C., president; Charles 
Donley, Pittsburgh, Pa., secretary; Charles E. Bell, Washing- 
ton, D. C., treasurer; and William W. Collin, Jr., Pittsburgh, 
first vice-president. 

The executive committee also elected the following vice- 
presidents for two year terms: 


District. No. 1, George H. Fernald, Jr., Boston, Mass.; District 
No. 3, Guernsey Orcutt, Philadelphia, Pa.; District No. 5, Horace L. 
Walker, Richmond, Va.; District No. 7, William H. Swiggart, Nash- 
ville, Tenn.; District No. 9, James P. Plunkett, St. Paul, Minn.; Dis- 
trict No. 11, C. R. Musgrave, Bartlesville, Okla.; District No. 13, 
Albert L. Vogl, Denver, Colo.; and District No. 15, Parul P. Farrens, 
Portland, Ore. 


Normally, officers are elected at the annual meeting of the 
assoc‘ation. However, the executive committee, it was ex- 
plained by the association, has power to fill vacancies in any 
elective offices occurring between meetings, and that the resig- 
nation of the officers as aforementioned made possible the 
election of the new officers. 


PACIFIC COAST ABANDONMENT 


The Commission, division 4, by an order in Finance No. 
13660, Pacific Coast Railroad Co. Abandonment, has reopened 
the case for further proceedings on petition of the Pacific 
Coast. The road’s original application was denied by an order 
of Sept. 10, 1942, without prejudice to renewal after expira- 
tion of the 1942 calendar year if it could be shown that the 
operation could not be conducted profitably (see Traffic World, 
Sept. 18, p. 637). Gladding, McBean & Co. replied to the Pa- 
cific Coast’s petition for reopening, asking denial of the peti- 
tion or, in the alternative, and without waiving its prayer for 
denial, asked that the proceeding be reopened only after the 
expiration of that period during which the United States was 
at war. The company said it continued to serve the demands 
of the army, the navy, and numerous defense contractors, and 
attached letters addressed to it by the commandant of the 
Puget Sound Navy Yard, Bremerton, Wash., and the assistant 
to the chief, supply division, United States Engineer Office, 
War Department, Seattle, Wash., in support of the company’s 
protest. The application requested authority to abandon that 
part of the Pacific Coast line in King county, Wash., extend- 
ing from Maple Valley to Taylor, 8.7 miles. 


HOUSEHOLD GOODS CARRIER PRACTICES 


H. C. Arnot, director of the division of motor transport of 
the Office of Defense Transportation, has written associations 
of household goods carriers directing their attention to the 
fact that complaints had been reaching the O. D. T. that the 
carriers were refusing to accept shipments of household goods 
and personal effects unless they had cavacity loads booked for 
the return trip. He said also that carriers had accepted ship- 
ments for transportation but, because of inability to originate 
a capacity load on the return trip, had warehoused such ship- 
ments at origin point, at the expense of the shinvers, until such 
time as they could arranve for a return load. This latter prac- 
tice, said he, was in corflict with amendment No. 3 to General 
Order O. D. T. 3, revised, which, he said, provided that no car- 
rier should hold. carry over. store, or warehouse any shinment 
at any one station for longer than 36 hours, with certain ex- 
ceptions. 

He said he understood that the carriers were advising ship- 
pers that this condition existed bv reason of restrictions im- 
posed on them bv the O. D. T. Such statements, said he. were 
erroneous and that such interpretation of O. D. T. orders should 
be corrected. 
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Questions and Answers 


In this column will be answered questions of both legal and 
e practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Routing and Misrouting—Switching Delivery Versus Line Haul 
for Terminal Carrier 


Louisiana.—Question: We have a situation on which we 
would like to have your expert advice, quoting any decisions 
of the Interstate Commerce Commission which are pertinent 
to the case. 

In March, 1942, a shipper routed a car of brewers rice from 
a point in Louisiana to a point in Illinois, via carriers A and 
B to point X, care carriers C — D. A rate of 41c applies 
without question via point X and carrier C. There is no joint 
through rate via carrier C in connection with carrier D, except 
for a switch delivery in point B by carrier D. No rate was 
inserted in the bill of lading. 

Carrier C delivered this car to carrier D at point Y, Illi- 
nois, and the carriers are insisting upon protection of a com- 
bination made over point Y, made up 41c to point Y, 20c beyond. 

We contend that the carriers misrouted the shipment, in 
view of the fact that the tariff rate would apply, had carrier 
C carried the car into the destination point and turned it over 
to carrier D for switch delivery. 

The carriers claim that because the shipper did not specify 
the word “delivery” in connection with the routing via carrier 
D, this made it mandatory that the shipment be handled in 
order to give carrier D a line haul movement on the car. 

Answer: In its opinion in Armour Fertilizer Works vs. 
Central Raisroad Company of New Jersey, 136 I. C. C. 525, the 
Commission with respect to shipments delivered to the Central 
Railroad of New Jersey on bills of lading showing routing 
instruction “ C. R. R. c/o N. H. c/o B. & M. c/o G. T”, said: 

The routing instructions in the bills of lading indicated clearly that 
a line haul over the Grand Trunk was desired, thus obligating the B. 
& M. to turn the shipments over to that line at Portland instead of 
forwarding them through to Berlin over its line. Prentiss & Co. vs. 
P. R. R. Co., 19 I. C. C. 68; Southern Pine Lumber Co. vs. A. C. L. 
R. R. Co., 50 I. C. C. 423; Fechheimer Steel & Iron Co. vs. P. R. R. 
Ce., at 1..C. C. Tee: 


See, also the decision in Standard Lumber Co. vs. Cleve- 
land, C. C. & St. L. Ry. Co., 146 I. C. C. 631, wherein the Com- 
mission said: 

It may fairly be said that the notation of the shipper on the bill 
of lading ‘‘Michigan Central delivery’? meant a terminal service only 
on the tracks of that carrier at Detroit, and was not an expression of 
the shipper’s intention that the Michigan Central should necessarily 
participate in the line haul. California Packing Corp. vs. Director- 
General, as Agent, 83 I. C. C. 490. Had the shipper desired, or wished 
to insist upon, a line haul for the Michigan Central as well as delivery 
by that carrier, the natural and certain method of so indicating would 
have been by routing the shipment ‘‘Big Four-Michigan Central,’’ thus 
providing complete and specific instructions both as to the line haul 
and the terminal delivery. 


Motor Carriers—Transportation of Property by Mercantile 
or Manufacturing Establishments 


Georgia.—Question: In your answer to Indiana, under the 
above caption, in the September 4 issue of the Traffic World, 
you quoted notice of December 5, 1936, by the Interstate Com- 
merce Commission and a portion of the Commission’s report in 
Docket MC-101638. 

Apparently from the notice and report referred to, where 
a motor carrier makes a specific charge for handling shipments 
belonging to someone else purchased from such shipper, this 
will not necessarily change the status of such shipper perform- 
ing this service with their trucks from that of a private carrier 
to the status of a common or contract carrier. 

My interpretation of Section 203, paragraph 14, 15 and 17 
was that a private carrier making a specific charge for handling 
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property sold by the manufacturer who also Owns the 
would result in such truck operation being classified as ithe 
a contract or common carrier; the status of private Carrie 
being preserved only where the property was transporte 
being the property of seller until it was delivered to the De 
chaser. 

I would appreciate any further information that you mig 
be able to furnish regarding this question, if my interpretatis 
is incorrect. 

Answer: As we read the opinion of the Commission ; 
Docket MC-101683, L. A. Woitishek Common Carrier Applic, 
tion, 42 M. C. C. 193, your interpretation of the Motor Canis 
Act is not supported by this report of the Commission. 

The statement of the Commission in the above cited gy 
which is quoted in our answer, sets forth the principles whi 
the Commission states it will follow in determining whether, 
party engaged in manufacturing or merchandising and furpig, 
ing transportation for compensation is a carrier for-hire ora 
private carrier; that is, whether the furnishing of the trans 
portation for compensation regardless of the existence of son 
semblance of a trade enterprise as distinguished from gop 
bona fide merchandising or manufacturing enterprise to whig 
the transportation performed is bona fide incidental, is ¢, 
parties real business. 


Damages—Liability of Carrier Where Declared Value Show, 
in Bill of Lading, But Not Subject to Declared or Releagy 
Value. 


trug 


Ohio.— Question: Will you kindly advise us the extent ¢ 
a carrier’s liability for a shipment covered by a bill of latiy 
carrying a declared value of the merchandise, where the mj 
is not dependent upon a released valuation; that is, can shipper 
or consignee file for an amount greater than that shown int 
bill of lading in the event of loss of the entire shipment, sy 
porting their claim with a certified copy of the original invoy 
of this larger amount? 

Answer: It is our opinion that as there is no consideratiy 
in the form of a reduced rate, which is the basis for a declan 
or released valuation, the showing of a declared value in tkiRe 
bill of lading has no effect on the carrier’s liability; that tem 
liability of the carrier is as though the declared value wer 
not in the bill af lading; that recovery may be had on the bak 
of the actual value of the goods shipped, in accordance wit 
the principle of the decision in New York Central R. R. Co.\: 
Goldberg, 250 U. S. 85, 39 S. Ct. 402. 

While in the Goldberg case, the matter of valuation fix 
by tariff provision was not involved, in our opinion the pri 
ciple of the decision applies to the facts in your case, in thati 
is held in the decision that where there has been a non-frauii- 
lent misrepresentation of the nature of the goods, the charact 
of the goods actually shipped determines the applicable freigit 
charges, and the liability of the carrier, in the event of lossa 
injury to the goods. 


Tariff Interpretation 


lowa.—-Question: Referring to Central States Molt 
—— Bureau, Inc., Agent, Tariff No. 218-A MF-I. C.@ 
o. 36. 
To us there seems to be an ambiguity in this tariff. ] 
referring to Supplement 14, page 36, Rate Scale No. 206( 
Fifth Class Traffic, or Class 35, there is published on this pa 
two rates, one 24c rate under Column A which is applicable 
shipments weighing 5,000 pounds or less; the other uné 
Column B, 29c rate, applicable on shipment weighing more t 
5,000 pounds. 


In referring to Supplement No. 58, page 17, the same ral 
are carried under Columns A and B. However, under Colul 
A the wording at the bottom of the page has been changed. 
same is true under Column B. 

Our question is this. What is the correct rate to app 
to a 5,000 pound shipment, rate basis 206, Class 5? Our pé 
tion is that the 29c rate, which was in effect in Supplement 
and carried forward in Supplement 58 is the applicable ra 

Answer: Page 33 of Supplement 14 to the tariff to whit 
you refer, provides Class 5 or 35 rates for Rate Basis No. 4 
but the rates published for this basis are 34c in Column 
and 29c in Column B, instead of 24c and 29c as stated in yo 
inquiry. The explanation of the two columns is as follows: 


Col. A—Applicable on shipments weighing 5,000 Ibs. or 
cludes articles rated ‘‘Any Quantity’’). 

Col. B—Applicable on shipments weighing more than 5,000 
(includes articles rated ‘‘Any Quantity’’). ; 


With respect to Supplement No. 58, page 17, the same 


are not carried under Columns A and B. Page 17 provid 
the following: : 


less fl 


Classes 5 or 35 


Rate Basis Nos. 201 to 210 
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The explanation of Columns A and B is as follows: 


A—Applicable on shipments subject to less-than-truckload (L. T. L.) 
or Any Quantity (A. Q.) ratings, except will not apply as a factor in 
constructing through rates in connection with the factor published in 
Section 2 of Northwest Tariff Bureau, Inc., Freight Tariff No. 52, 
Agent Lou Hosking’s MF-I. C. C. No. 179. 

B—Applicable on shipments subject to truckload (T. L.) or volume 
(Vol.) ratings, will also apply as a factor in constructing through 
rates in connection with the factor published in Section 2 of Northwest 
Tariff Bureau, Inc., Freight Tariff No. 52, Agent Lou Hosking’s MF- 
I. C. C. No. 179, on L. T. L., A. Q., or T. L. shipments as rated. 


The Column A rate was increased from 34c to 39c per 100 
pounds in Supplement No. 41, effective August 10, 1942, at 
which time the explanation of Columns A and B read as 
follows: 


A—Applicable on L. T. L. or A. Q. shipments. 
B—Applicable on T. L. or Vol. shipments. 


With respect to your last paragraph. it is our opinion that 
a shipment weighing 5,000 pounds, rated as stated, under the 
provisions of Supplement No. 14 would take the Calumn A 
rate of 34c and not Column B rate that applied to shipments 
over 5,000 pounds. 


Under the provisions of Supplement 58, if the shipment of 
5,000 pounds is a commodity taking a truckload or Volume 
rating of 5th Class, it is our opinion that the 29c, Col. B rate 
is applicable, and that this rate will also apply if it is a L. T. L. 
A. Q. or T. L. rate used as a factor in constructing through 
rates as provided in the explanation of “B’”, on page 17 of Sup. 
58. If the 5,000 pound shipment is a commodity taking a less 
truckload or an any quantity rating of 5th class, it is our 
opinion that the rate of 39c is applicable, providing this rate is 
not to be used as a factor in constructing through rates as 
specified in the explanation of ‘“‘A”, on page 17 of Sup. 58. 


Forwarders—Liability of 


New York.—Question: The X Co., Inc., is a consolidator of 
small shipments for forwarding via various common carriers. 
This shipping company is an agent of the consignee; it makes 
a contract with stores outside of New York City and is thereby 
authorized to receive packages addressed and consigned to 
such stores, the shipments or‘ginating within the New York 
area or thereabouts; and groups these shipments into one ship- 
ment for the same consignee or store; then acting as a shipper 
makes shipment to said consienee or store via a route desig- 
nated by such consignee or store which may be rail, truck. or 
Railway Express Avency, and in some instances hir‘ng a local 
truckman to make deliveries to the denot of the carriers men- 
tioned. Shipments received bv the shipping company may 
remain in its premises from a few minutes to about 48 hours, 
depending upon instructions from consignee or store, or to 
allow the separate shipments to accumulate to a weight of 100 
pounds. 


The X Co., Inc., is paid for such services by the consignee 
or store at a package rate nlus a we'rht rate for loreal cartage 
where same is necessary. The shinping comnanv bills the con- 
signee or store each month, or other agreed period. 


We delivered a package to the X Co., Inc.. on Feb. 13, and 
received receint issued bv this comnany. During the night 
of February 13, a large nlate glass window in the premises of 
the X Co., Inc.. was broken and several nackaves were taken. 
The nackase we delivered and for which we received receipt 
mentioned was one of those taken. 

The X Co., Inc., has refused liability and will not pay 
for the value of the stolen package. It claims that its liability 
is that of a warehouseman and it is not therefore responsible 
for this loss, because there was no negligence on its part. 

We claim, however, that the liability of the X Co.. Inc., is 
that of a carrier and in any event it should pay for the loss. 

Which contention is correct? Are there any decisions of 
the Interstate Commerce Commission or the courts covering 
the liability of these consolidators? A group of these con- 
solidators in this city handle several thousands of packages 
each day. They act as agents of the consignee. are considered 
shippers and are not regulated by the Interstate Commerce 
Commission. 

Answer: It appears from your inquiry that the consolidator 
is acting in the capacity of a forwarding agent and not as a 
common carrier. 

A forwarder or forwarding agent who, as agent for the 
shipper merely contracts for the transportation of goods by 
carriers, ard who has no interest in the freight but receives 
compensation from the shipner as his agent. is not a common 
carrier (In re Emerson. Marlow & Co., 199 Fed. 99, In re 
Emerson, 199 Fed. 95; Heath vs. Judson Freight Forwarding 
Co., 190 Pac. 839; American Transp. Co. vs. Insurance Co. of 
No. Am. 1 N. W. 2d 521; Northwest Tablet Co. vs. Universal 
Carloading & Distributing Co., 250 N. W. 456), and is liable 
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only for want of ordinary care. (Ingram vs. American F 
warding Co., 162 Ill. App. 476; Stannard vs. Prince, 64 Nt 
300.) He is not an insurer of the safety of the goods q, 
transportation, or before, as is a common carrier, but is liaby 
only for his own negligence or that of his agents. 
vs. Adams Express Co., 25 Pa. Dist. 503). However, whe, 
persons calling themselves forwarders are so conducting the 
business as to lead the public to believe that they are Carrier 
and are employed as carriers to ship goods without ann 
knowledge of their true character, they are liable as Comme, 
carriers. (Slutzkin vs. Gerhard & Hey, 191 N. Y. §. 104) 
Thus, an alleged forwarding agent who receives goods for 
transit, issues bills of lading, makes contracts in his own nan 
with a railroad company for carriage, is, as to a person With 
who he contracts for the delivery of the goods, a common car. 
rier and liable as such. (Highway Freight Forwarding Co, \ 
Public Service Commission, 164 Atl. 835). He is also a comm, 
carrier where he hauls the goods in his own vehicle to a jj. 
road, and the goods are to be delivered to his agents at th 
place of destination, to be delivered by them finally to the ¢», 
signee, (Blakiston vs. Davies, 42 Pa. Super. 390), or where }; 
undertakes to transport merchandise and delivers it to a cy. 
rier, paying the freight and providing for reimbursement } 
draft attached to the bill of lading. (Judson Freight Forwari. 
ing Co. vs. Delaware, etc. R. Co., 163 Ill. App. 22). So, wher 
a forwarder undertakes to transport property from one cit 
to another, for through rates less than the published rates fy 
broken lots, which he is enabled to do by accumulating proper} 
for the given destination until a car can be filled, and a carloa 
is billed to his distributing agent at point of destination, th 
forwarding agent. while holding the property for accumulatia, 
assumes the liability of a common carrier. (Heath vs. Jud 
Freight Forwarding Co., 190 Pac. 839). 

















































U. S.-PUERTO RICO SHIP OPERATIONS 


The Maritime Commission, by an order in No. 626, Tran. 
portation by Mendez & Co., Inc., Between Continental Unite 
States and Puerto Rico, has instituted, on its own motion, a 
investigation concerning the lawfulness under section 2 of tk 
intercoastal shipping act, 1933, as amended, of the engagix 
by Mendez & Co., Inc., in the transportation of property & 
Lege continental United States and Puerto Rico prior to Sei 
30, 1943. 

The commission’s order says that Mendez & Co., Inc, “s 
and for some time has been,” engaged in the transportation ¢ 
property between the continental United States and Puert 
Rico, and prior to September 30, 1943, engaged in such tran: 
portation without having filed with the commission its rats 
therefor. The proceeding is to be assigned for hearing at such 
time and place as the commission may later direct. 


































































EXPRESS HANDLING OF RATION BOOKS 


The Railway Express Agency handled more than 130,00 
packages, averaging 30 pounds in weight, in connection with 
the distribution of ration book No. 4 and the new gas ratio 
coupon book, according to a statement by the agency. Move 
ment was in solid carloads from printing plants to O. P.4 
regional centers, and in reshipped packages from those cente’ 
to more than 5,600 points. 













NITRATE OF SODA RATES 


Generally lower freight rates and surchages for nitrate 0 
soda from Chilean ports to North American destinations wet 
announced by the War Shipping Administration, Oct. 23. 

“The new rate and surcharges from Chilean ports to ti 
Pacific Coast is a reduction of 60 cents a ton, while a cut? 
$2.31 a ton was made on:cargoes destined for United Staté 
Atlantic ports,” it said. “An exception to the cuts are fi 
cargoes bound for the U. S. Gulf ports, where there will & 
an increase of 13 cents a ton.” 












M. C.—W. S. A. INVESTIGATION 

Representative Jones, of Ohio, in H. Res. 334, has plt 
posed an investigation of the Maritime Commission and 
Shipping Administration by a select committee of the Hou 
“with a view to determining, among other things, all transa 
tions of the Maritime Commission and War Shi‘pping Admin's 
tration in respect of the requisitioning by them of vessels {0 
title or for use and in the fixing and payment of compensatid 
for such title or use and in the fixing and nayment of insur 
ance values on vessels requisitioned for ‘use.” 






i) 











CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 13,51 
freight cars for the week ended Oct. 23, according to the 
service division of the Association of American Railroads. ! 
was made up as follows: Plain box, 3,994; auto box, 306; fla 
564; gondola, 1,564; hopper, 1,405; and miscellaneous, 5,737. 
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THE WOODSMAN’S aXe 





Shee great Northwest was settled 
to the tune of the woodsman’s 
axe. Trees built the cabins that shel- 
tered the early settlers. Wherever 
people settled, soon a saw mill was 
humming—to furnish the lumber 
for the stores, factories, homes and 
farm buildings that hurried the ex- 
pansion west. 

Without lumber, it is difficult to 
imagine how the settlement of the 
Northwest could have been achieved 
in so short a time. 

Serving the lumber industry has 
been one of the main jobs of the 






EE 





SOO LINE since its foundation over 
half a century ago. Whether in the 
form of pulp wood bound to a paper 
mill, or finished lumber bound for 
the lumber yards that dot the North- 
west, the SOO LINE has carried 
billions and billions of feet of this 
primary commodity. 

Today, of course, most of the 
timber products are destined for 
use in the war against the enemies 
of democracy, and we’re carrying 
the loads entrusted to our care with 
the same expediency which is a 
feature of Soo Line service. 
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Personal Notes 





Edward D. Sheffe has been appointed traffic manager for 
the Standard Oil Company of New Jersey at New York, suc- 
ceeding Anson G. Phelps, who retired after serving with the 
company 42 years. 

A. S. Earp has been appointed general traffic manager for 
the Wierton Steel Company at Wierton, W. Va. H. E. Freas 
has been appointed traffic manager at Wierton, and H. C. 
Selleck has been appointed assistant to the vice-president, 
traffic, at Pittsburgh. 

Edward J. Eidson has been appointed assistant to the 
general traffic manager for American Airlines, Inc. He will 
supervise the traffic department at New York and serve as 
coordinator of traffic operations with other departments. 
William Coman has been appointed supervisor of air mail, air 
express and freight at Chicago. 

Stuart A. Ironside has been appointed traffic manager for 
the General Petroleum Corporation of California, a sub- 
sidiary of Socony-Vacuum Company, at Los Angeles. 

C. J. Restall has been appointed general agent at Memphis 
for the Grand Trunk-Canadian National, succeeding W. T. 
Page, who retired after more than 32 years of service with the 
companies. 

C. V. Buchholz, formerly assistant traffic manager for the 
Union National Mill, Springfield, O., has joined the traffic 
department of North American Aviation Company at Kansas 
City, Kan. 

The Savannah and Atlanta Railway has announced the 
following appointments: W. F. Stewart, general agent, At- 
lanta, Ga.; P. Jones, commercial agent, Atlanta; H. R. 
Morgan, general agent, Jacksonville, Fla.; J. F. Slowey, gen- 
eral agent, Nashville, Tenn.; W. W. Smith, general agent, 
Savannah, Ga.; W. B. Redding, commercial agent, Tampa, Fla. 

John R. Quinlan has been appointed general agent for 
the Texas Package Car Company at Philadelphia. 

Leonard McBrien, New York Central, spoke on ‘Mars 
Rides the Rails’ at a meeting of the Trafficmen’s Association 
of America at the Sherman Hotel, Chicago, October 26. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Tuk TraFFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
nere and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Editor THE TraFFic WorLp. 





The Associated Traffic Clubs of America has announced 
another essay contest. Prizes of $100, $75, $50 and $25 war 
bonds will be awarded for essays of 1000 words or less, on 
transportation subjects, submitted before December 31, 1943. 
All members of member club units of the association are 
elegible. Entries must be typewritten, double spaced, on one 
side of the paper, and must be mailed to the chairman of the 
association’s club publication committee, E. H. Henken, P. O. 
Box 993, Louisville, Ky. Winners will be announced at the 
next annual meeting of the association, which is expected to be 
held early in 1944. 


Samuel B. Pettengill, vice-president and general counsel, 
Transportation Association of America, will speak on ‘“Trans- 
portation in a Free America” at a dinner meeting of the Wom- 
an’s Traffic Club of Chicago November 1. 





R. V. Fletcher, vice-president, law, Association of American 
Railroads, will speak on “The Railroad Outlook—War and 
Post-War” at the annual transportation night dinner meeting 
of the Birmingham, Ald., Traffic and Transportation Club No- 
vember 15. 





James Conzelman, assistant to the president of the St. 
Louis Browns, American League baseball team, will be guest 
speaker at the Indianapolis, Ind., Traffic Club’s annual dinner 
November 18. 

C. E. Denney, president, Northern Pacific, St. Paul, Minn., 
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will be guest speaker at a meeting of the Traffic Club of Fay, 
N. D., November 3. The meeting has been designated Northey 
Pacific night. Ray C. Murphy, general agent for the raijpys 
at Fargo, is in charge of arrangements. : 





Wing Commander Guy P. Gibson, Royal Air Force, wy 
led R. A. F. bombing planes that attacked the Moehne J 
Eder dams in the Ruhr Valley recently, was guest Speaker g 
a luncheon meeting of the Traffic Club of Minneapolis Oetg, 
28. H. L. Bateman was chairman. : 

The Richmond, Va., Traffic Club held a dinner dance , 
the Hotel John Marshall October 29. 
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At a meeting of the Oklahoma City Transportation (ly 
October 21, Olin C. Castle, deputy director at Houston for 
division of railway transport, O. D. T., was guest speaker, }}, 
nominating committee nominated the following as candidat, 
for election to office: For president, Frank Bondurant, traf 
manager, Harbour-Longmire Furniture Company; first vig 
president, J. O. Roberts, South-West Cotton Oil Company, ay 
G. F. Kintz, traffic manager, Acme Flour Mills; second yin. 
president, G. L. Heinen, city freight agent, Rock Island Ling 
and Lawrence Luper, agent. Luper Transportation Compan 
third vice-president, Al Stewart, agent, Be-Mac Transport Cop. 
pany, and Ray Scheele, commercial agent, National Carloadiy: 
Corporation; secretary-treasurer, Meyrl] Bell, freight and pa 
senger agent, Frisco Lines, and R. W. McBride, southwestenff 
freight agent, Missouri-Kansas-Texas Railroad; member, boa 
of directors, Jack Jenkins, traffic manager, Black Sivalls aif 
Bryson Company, and Fred H. Zahn, traffic manager, C. } 
Anthony Company. 
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R. J. Dugansky, manager, Novick Transfer Compa 
Fords, N. J., has been elected president of the newly organizi 
Raritan Traffic Club. The club wi 
meet the second Tuesday of each moni 
at the Roger Smith Hotel, New Brus 
wick, N. J., the next meeting bey 
scheduled for November 9. In additin 
to President Dugansky, its officers a 
vice-president, A. J. Kroll, traffic mx 
ager, Johns Manville Corporation, Ma 
ville, N. J.; treasuurer, Alexani 
Markowitz, general traffic manage 
N. Y. & N. B. Auto Express Company 
Highland Park, N. J.; secretary, Ml 
ton, Stoll, traffic manager, Smith ai 
Solomon, New Brunswick; members 
the board of governors, R. J. Scht 
macher, traffic manager, Johnson ai 
Johnson, New Brunswick; O. G. Peny 
traffic manager, Phillip Carey Man 
facturing Company, Perth Am 
N. J.; Norman G. Major, traffic ma 

Corporation, Bound Brook, N. J®: 


























































































Sherwin-Williams 


ager, 
The following are chairmen of the club’s standing committe? 
Traffic, Martin Abrams, Central Railroad of New Jersey, Pé 
Amboy; membership, Victor Paulson, commercial agent, U 
versal Carloading and Distributing Company, Newark, N. 1 
constitution and by-laws, C. W. Vosskuehler, traffic managiy’ 









































Industrial Tape Corporation, New Brunswick; entertainmel 
A. D. Dameo, Dameo Transportation Company, Manville; et 
cational, E. J. Peterson, Hoyden Chemical Company, Forts 


welfare and publicity, J. J. Tortorice, traffic manager, Zot 
Products Company, New Brunswick. 





























Dr. Sidney L. Miller, of the Office of Defense Transporeg: 
tion, will speak on ‘‘The .Transportation Outlook” at a din 
meeting of the Transportation Club of Decatur, Ill., Novembertii* 

























The Traffic Club of New Orleans held its fall golf to 
ment at the Metairie Golf Club October 28. Howell Wynt 
chairman of the golf committee, was in charge. A Navy @ 
luncheon meeting was held October 25. Commr. John C. Hil 
eighth naval district, U. S. Navy, spoke. Members attended 
Navy day luncheon meeting held by the New Orleans Ass0 
tion of Commerce, October 27, at which Commr. H. W. 
McCall, chief of staff for the British Admiralty at Washingt 
D. C., spoke. 























» 


The Traffic Club of Baltimore will hold its annual! 
dinner dance at the Belvidere Hotel November 6. There. 
be a floor show. Fred A. Doebber, president of the Associa 
Traffic Clubs of America, will be guest speaker at an A. T. 
night meeting to be held jointly, by the club and the Womeél 
Traffic and Transportation Club of Baltimore, Decembef 
Ed Fogler, traffic manager, Montgomery Ward and Compal 
will lead a discussion of “Traffic Efficiency” at a meeting of! 























- LOUIS SOUTHWESTERN RAILWAY LINES (COTTON BELT ROUTE) 





GIVE GENEROUSLY TO 
YOUR LOCAL WAR CHEST 


TO SERVE YOUR COMMUNITY IS THE PRIVILEGE OF THE ST 
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Delivery of 1.6600 New Hopper Cars 
Will Reinforce Missouri Pacific’s 
Rolling Stock for Wartime Service 








Wartime shippers will welcome the 112,000 tons of additional 
freight capacity to be provided by 1,600 new 70-ton hopper 


cars, now being delivered to the Missouri Pacific Lines. 
Transportation requirements of military bases and war production 
industries throughout Missouri Pacific territory have greatly in- 
creased the use of all types of freight cars, but especially those 
designed for the handling of fuel, ore, building materials and similar 
bulky commodities. Foreseeing the need for additional equipment of 
this kind, the Missouri Pacific Lines requested War Production 
Board authority for the purchase of 1,600 new 70-ton hopper cars, 
one of the largest orders the railroad has ever placed for a single 


type of rolling stock. 


Following the necessary approval, every effort was made to speed 
construction and deliveries are now under way. The cars are rolling 
out of the shops and into service, reinforcing Missouri Pacific rolling 
stock and materially increasing the capacity of the nation’s trans- 


port system. é 


Completion of this order will raise to more than 4,200 the total 
of new freight cars placed in service by the Missouri Pacific Lines 


since America entered the war. 


Shippers Help Create Extra Capacity 


Another fleet of freight cars—invisible but nonetheless real—has 
been added to Missouri Pacific rolling stock since the start of the 
war. It is represented by the tremendously increased freight capacity 
resulting from the cooperation of shippers with the railroads. By 
loading heavier and by loading and unloading promptly, shippers 


have made possible the most efficient use of every car. 


As a further insurance of an adequate supply of rolling stock, 


the Missouri Pacific’s equipment repair and maintenance program 


has been stepped up, and shop forces, working night and day, have 


reduced the percentage of unserviceable cars to the lowest levels | 


in the railroad’s history. 


Their efforts reflect the determination of the Missouri 


Lines to maintain the best possible wartime transportation service 


for the nation’s armed forces and for civilian shippers throughout 


the West and Southwest. 





Now, More Than Ever 
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“A Service Institution” 
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forum group November 8. Arthur M. Bastress, chairman 
the educational committee, is instructor of an advanced t 
course, one of several being held at the University of Baltimo, 
under sponsorship of the federal Office of Education. 


A. G. Anderson, Socony Vacuum Oil Company, has bee, 
appointed chairman of the nominating committee for the Ty: 
fic club of New York. A monthly meeting was held October » 
There was a program of entertainment. 


The Transportation Club of Dallas, Tex., has elected th, 
following to membership on the board of directors: Transpo. 
tation directors, Lamar Land, Norman Mansfield, and Robey 
A. Craig; industrial directors, Cecil Leonard, Charles E, Cas, 
and E. H. Pierson. Thad Childre, Dallas National Bank, spo; 
on the Dallas War Chest drive at a luncheon meeting Octoty 
21. J. R. Millikan headed the committee on arrangements, 















The Women’s Traffic Club of Greater New York held, 
hallowe’en party at the Town Hall Club October 30. Memb, 
will attend a tea to be held by the Friendship Clubs, an agg. 
ciation of New York women’s clubs, at the Hotel Pennsylvan, 
November 14. New chairmen of the standing committees jp 
clude: Entertainment, Ellen S. Reed; reception, Bertha Shni 
per; membership, Ethel A. Appleton; welfare, Mildred E. Ky 
tering; educational, Leanette Cohen; speakers, Helen A. Pedg. 
son; recreation, Emma L. Hiby. Edna F. Mead has bey 
appointed librarian and managing director of the Trafficag 
monthly publication. . 





The Metropolitan Traffic Association of New York held; 
semi-monthly meeting, October 28, at which there was a dis Banuillo, Te 


cussion of “The Present Status of Freight Forwarders.” Bilas er 


Bay : luft 
Capt. A. Pierson, port captain for the War Shipping At 1 


ministration at San Pedro, Cal., was guest speaker at the ap qpDalles, Texa: 
nual steamship night dinner meeting of the Pacific Trafk pare Loe 
Association of San Francisco October 20. Robert Tuggy ha 

been appointed chairman of the committee on arrangement 
for the annual freight forwarders night meeting, to be heldi: 
November on a date to be determined later. The annual Chris- 
mas jinx will be held December 16. 











The Women’s Traffic and Transportation Club of Portlani 
Ore., will hold a monthly dinner meeting November 9. Ther 
will be a program of entertainment. 


The Women’s Traffic and Transportation Club of New 
Orleans held its annual hallowe’en party, October 28, at tk 
home of Mrs. Loretta B. Anseman. The entertainment commit 
tee, headed by Mrs. Anseman, was in charge of arrangement, 
















Digest of New Complaints 








No. 29011, Sub. 1, Allied Steel Products Corporation et al. vs. Atchisit 
Topeka & Santa Fe Railway Co. et al. 

Rates on iron and steel articles, between points in Oklahoma, ®@ 
the one hand, and points in Alabama, Arkansas, Colorado, Indian 
Illinois, Kansas, Kentucky, Louisiana, Maryland, Mississippi, 
souri, Mexico, New York, Ohio, Oklahoma, Tennessee, Texas all 
West Virginia, in violation of sections 1 and 3, in so far as allege 
proposed construction of tariffs by defendants will change eC 
struction adhered to for more than fifteen years. Ask rates, al 
waiver of undercharges.: (Summers Hardy, 710 Ritz Bldg., am 
J. F. Lawrence, 702 Ritz Bldg., Tulsa, Okla.) 

29038, Max L. Rysdon, Dave H. Jolivette, Minerva L. Rysdon, afl 
Lorraine Rysdon, dba Sioux Steel Co., Sioux Falls, S. D., vs. Atel 
son, Topeka & Santa Fe Railway Co. et al. 

Rates on fabricated sheet steel, bolts, nuts and rivets, sold form 
construction of grain storage bins, from New York, Pennsylvall 
West Virginia, Michigan, Ohio, Indana and Minnesota to 8 
Falls, and parts, from Sioux Falls to points in California, Oré 
Utah, Washington and other states in violation of section 1. 
cease and desist order, rates, waiver of undercharges and 
reparation. (R. D. Springer, 100 West 10th St., Sioux Falls, 5. 

29039, Acme Fast Freight, Inc., et al. vs. Central Package ¥ 
Co., Waco, Tex., et al. ’ 

Class rates, published by Central Package Car Co.; arbit 
deducted from normal class rates in tariffs of Texas Freight @ 
Inc.; and rates and classifications on approximately 900 articles) 
tariffs of Morgain Forwarding Co., in violation of sections 4™ 
and (b). Ask cease and desist order, and rates. (John R. T 
1001 15th St., N. W., and James L. Givan, 3030 Wisconsin A 
N. W., Washington, D. C.) 

. 29036, North Carolina Intrastate Coach Fares. Re 

Investigation instituted by the Commission on petition of A 
deen & Rockfish Railroad Co. and other common carriers by 
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road operating in North Carolina, to determine whether the pm 
fusal of the North Carolina Utilities Commission to authorize 


9 46 99 permit the application to the transportation of passengers tiene 
ing intrastate in North Carolina of coach fares and charges core | 
sponding to those established for interstate application on Oct, 1 
1942, causes any undue or unreasonable advantage, preference, 


prejudice as between persons or localities in intrastate commerre 


bé 99 on the one hand, and interstate or foreign commerce, on the other 
hand, or any undue, unreasonable, or unjust discrimination agains, 
interstate or foreign commerce; and to determine what fares anj 
charges, if any, or what maximum or minimum or maximum ang 


minimum fares and charges, shall be prescribed, to remove 
unlawful advantage, preference, prejudice, or discrimination, 
any, aS may be found to exist. 

No. 29037, Tennessee Intrastate Fares. 

Investigation instituted by the Commission on petition of Aly 
bama Great Southern Railroad Co. and other common carrierg 
railroad operating in Tennessee to determine whether the refygy 
of the Railroad and Public Utilities Commission of Tennessee 
authorize or permit the application to the transportation of passe, 
ger traveling intrastate in Tennessee of fares and charges corp 
sponding to those established for interstate application on Oct, 
1942, causes any undue or unreasonable advantage, preference, 
prejudice as between persons or localities in intrastate commer 
on the one hand, and interstate or foreign commerce, on the othe 
hand, or any undue, unreasonable, or unjust discrimination againg 
interstate or foreign commerce; and to determine what fares anj 
charges, if any, or what maximum or minimum or maximum anj 
minimum fares and charges shall be prescribed to remove syh 
advantage, preference, prejudice or discrimination, if any, as may 
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be found to exist. 
Alleges that defendant abandoned service over certain portions of 
its operating authority approximately three years ago, prior to th 
DAILY SERVICE present emergency, and that no approval for such abandonment hai 
e ee either been requested of or made by the Commission. Asks thi 
the authorized operations alleged to have been abandoned. (W4. 
lace L. Schubert, 503 Hibbs Bldg., Washington 5, D. C.) 
No. 29013, Sub. 2, Acme Packing & Provision Co., Seattle, Wash., et 4 
THE Mi Rates on numerous carloads of cattle, shipped within the two 
year period last past, from points in the provinces of Britis 
Columbia, Alberta, and Saskatchewan, Canada, to Seattle, in viol 
tion of section 1. Asks reparation. (L. H. Stewart, 354 S. Sprix 
No. 29041, E. I. Du Pont De Nemours & Co., Wilmington, Del., \s 
Chicago, North Shore & Milwaukee Railroad Co. et al. 
Rates on carloads of sawdust, shipped April 24, 1942; between 
June 18, 1943, from Laona, Wis., to Carl Junction, Mo.; Senes 
Ill.: and Mineral Springs, Ala., respectively, alleged inapplicable 
Asks cease and desist orders, and refund of $823.17, with interest 


MC C-382, R. D. Fowler Motor Lines, Inc., High Point, N. C., ys 
, OF Colonial Freight Lines, Inc., also of High Point. 
defendant be required to surrender his certificate for revocation ¢ 
vs. British Columbia Electric Railway Co., Ltd.. et al. 
St., Los Angeles, Zone 13, Calif.) 
July 18, 1941, and June 16, 1943; and between April 12, 1941, ani 
(Kenneth J. McAuliffe, 10th & Market Sts., Wilmington, Del.) 





Docket of the Commission 


SPEED 















Meet 

NOTE—Items im the docket marked with an asterisk (*) have ben § Men 

added since the last issue of THE TraFFic WorLpD. New assignments oe ve 

now on the Commission’s docket of dates later than herein shown Boca oj 

will not bear asterisks when they do appear. Current cancellatiow push an 

and postponements announced too late to show the change in thit B One ma 

= Kd docket will be noted elsewhere. closes i 
—vA no dang 

zm or mas 

: November 1—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 2: The Mo 
= = MC 89579 Sub. 1—C A. Robertson, Pageland, S. C., certificate to eB Made < 
AILROAD tend operations. ore 





November 1—Denver, Colo.—Cosmopolitan Hotel—Examiner Olentine: 
1. & S. M-2314—Restrictions Riss & Co. eliminations Hi-Way Motor. 


November 1—Rapid City, S. D.—Alex Johnson Hotel—Examiner Peter 
son: 
1. & S. M-2284—Bentonite from Mont. and Wyo. to S. D. 
November 1—San Francisco, Calif.—St. Francis Hotel—Examiner Hall 
28978 and Subs. 1 to 9—George A. Hormel & Co. et al. vs. A. T.é 
S. F. et al. 
28978 Sub. 10—St. Louis Local Meat Packers Assoc. vs. Alton et al. 


November 1—Washington, D. C.—Examiner Molster: 
* Finance 14367—Application of C. & O. for authority to acquire cat 
tal stock of W. & L. E. 


November 2—Washington, D. C.—Examiners Howard and Starr: 
Finance 14366—C. & O. stock. 


November 3—Providence, R. 1.—Narragansett Hotel—Examiner Luce: 
1. & S. M-2285—Solid fuels between R. I., Conn. and Mass. 
MC 104627—Fitton Movers, Fall River, Mass., permit. 


November 3—Washington, D. C.—Argument: 
28896—Forwarder rates conditioned upon aggregates of tonnage. 
1. & S. 5215—Aggregate tonnage to Minn. and N. D. 
MC 52716—A. M. Twigg, common carrier application. 
MC 68963 Sub. 1—M. W. Twigg, common carrier application. 
November 3—Winner, S. D.—Tripp County Ct. House—Jt. Bd. 184: 
MC 84756 Sub. 3—Valentine Motor Line, Valentine, Neb., certificalt 
to extend operations. 











WETZEL DROP FRONT TARIFF FILES 


(IN SECTIONS) 


THE EASIEST WAY 


PRESERVE TARIFFS AND SAVE 
TIME AND FLOOR SPACE BY 
FILING YOUR TARIFFS FLAT. 


2, 3, 4 AND 6 INCH DROP FRONT 
FILES ARE INTERCHANGEABLE 
ANDPROVIDE FOR ALL SIZES AND 
SUPPLEMENTS IN THEIR PROPER 


WRITE FOR INFORMATION 


P. A. WETZEL & SON 
408 S. LOMBARD AVE., OAK PARK, ILL. 






































































PROTECTION... 


— Destroyers for Convoys — 
... GENERAL HEAVY-DUTY BOXES 
for SEA-GOING SHIPMENTS 1 © 
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The Port of San Francisco | This HEAVY-DUTY = 
“. Gis | General Wirebound was a 
ortions designed to give maximum pro- 
ior to th | tection to 790 pounds of steel. Special interior packing makes the 
rment hai | package rust and corrosion resistant. 
Asks tha + Center of Pacific Coast Shipping * 
ocation of | a y —— ae ianitite 2% j 
od. (Wak for a Century ARTIME _overse as shipping mum protection for export ship- 
) and packing conditions de- ments. And they are lighter, cost 
sh., et | mand a container with stamina less and occupy less space than 


| 
. a container that can meet the the conventional type of export 


day-by-day hazards of rough sea 


the two 


of Britis BOARD OF STATE HARBOR COMMISSIONERS 


box. Packing and unpacking are 








| 
, in viola Lye ° ° } R ‘ ° 
» Sprin Ferry Building, San Francisco, Calif. | voyages, rapid loading and un- quick and easy. 
| loading, careless handling. Gen- The HEAVY-DUTY Wirebound 
| ~ T T Er oT. . ee ss } 
Del., \s eral HEAVY-DUTY Wirebound _ is a “war baby” that has already 
between | Containers are designed to stand won its spurs in protecting and 
a ani up under these tough conditions. facilitating war shipments. To- 
.; Senes ; eee ae : 
pple | Made of a much heavier mate- — morrow, it will be giving its ad- 
n interest | rial than domestic wirebound _ vantages, tested in the hard school 
Del.) containers, these wire-stitched of war, to countless peacetime 
z heavy-duty boxes provide maxi- — products. 
n ssi 3s Ya i 
ou 
2 2 
PEED LOADING AND UNLOADING SCHEDULES! —Ra:@% 
penal Meet Today's Need for Fast Action with Fewer as 
we been Men—Use the Monarch One-Man Car Door Opener! *% 
gnments One man instead of a gang, to open or close the 4 4 
5 shows most balky, binding, box car doors. In seconds, in- ae 4 
lation stead of minutes. No more ‘‘calling the crowd,’’ to Bea ? 
eula push and pry, tug and struggle with stubborn doors. se 4 
+ in thit & One man—with a Monarch—eases the door open or ve ? 
closes it quickly and safely. No strained muscles— > % 
no dangerous slips or falls—no broken arms or legs hte RS 
or mashed fingers. And no valuable time lost! 4: 


The Monarch Car Door Opener weighs only 15 pounds. 
ate toe ® Made of strong steels for heavy duty: Order an 
ample supply to fill your needs today! $17.50 each. 







































lentine: MINING SAFETY DEVICE CO., Bowerston, Ohio 
y Motor, a 2 All types of war products are han- These export boxes assure protec- 
ner Peter m | dled easily and quickly in these _ tion against crushing and distor- 
Fr | heavy-duty export boxes. They're _ tion. And their durability makes 
eight Moves & | designed to the product. them available for re-use. 
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ENERAL 


XX COMPANY 


or Luce: “a 
GY RICHMOND 
fom | Richmond, Fredericksburg 
on and Potomac Railroad 


373: 72), rs 
certificate 


GENERAL OFFICES: 50 W. Illinois Street, Chicago, Illinois 
| DISTRICT OFFICES AND PLANTS: Brooklyn, Cincinnati, Detroit, East. St. Louis, 
| Kansas City, Louisville, Milwaukee, New Orleans, Sheboygan, Winchendon; 
Continental Box Company, Inc.: Houston, Dallas 
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November 4—Boston, Mass.—Hotel Manger—Examiner Luce and Jt. Bd. 
20: 
MC 101219 Sub. 8—Merit Dress Delivery, Inc., New York, N. Y. 
MC 104533—C. L. Temple, Haverhill, Mass., certificate. 
November 4—Lansing, Mich.—Hote]l Porter—Examiner Henderson: 


MC 30214 Sub. 1—The Home Transfer Co., Grand Rapids, Mich., cer- 
tificate to extend operations. 


MC 58954 Sub. 4#—McNamara Motor Express, Inc., Kalamazoo, Mich., 
certificate to extend operations. 
November 4—Washington, D. C.—Argument: 
28759—Alabama By-Products Corp. et al. vs. A. & W. et al. 
28840—Colorado Fuel and Iron Corp., and Colorado and New Mexico 
Coal Operators Assoc. vs A. & W. et al. 
November 4—-Winston-Salem, N. C.—Federal Bldg.—Examiner Yardley: 
MC 30559--Otis Evans Truck Lines, Stoneville, N. C. 
November 5—Boston, Mass.—Hotel Manger—Examiner Luce: 
1. & S. M-2294—Various commodities over E. J. Scannell, Inc. 
1. & S. M-2297—Wallboard to and from New England. 
November 5—Lansing, Mich.—Hotel Porter—Examiner Henderson and 
Jt. Bd. 57: 


MC 49399 Sub. 3—Davis Cartage Co., Saginaw, Mich., permit to ex- 
tend operations. 


MC 60010—C. H. Rumpf and Sons Truck Line, Inc., Adrian, Mich, 
certificate. 


MC 72018—City Cartage, Adrian, Mich., permit. 
November 5—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Clifford: 
* MC F-2308—J. E. Merriman, purchase, R. G. Bowers. 
November 5—Portiand, Ore.—Multnomah Hotel—Examiner Hall: 


28978 and Subs. 1 to 9—George A. Hormel & Co. et al. vs. A. T. & 
vw. F. et al. 


28978 Sub. 10—St. Louis Local Meat Packers Assoc. vs. Alton et al. 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(eter ads—S1 .00 a line, minimum 3 lines. Classified daply— $15 a column inch.) 

3 time, 26 ti time.Ci discount rates + 









AIR TRANSPORT COURSE. 13 weeks using actual tariffs, codes 
routes, maps, schedules. Passenger, express, cargo. New, authentic. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


FOR SALE—Motor Freight Line Intrastate N. W. N. Y. State; 
Sales $20,000 Month; 23 truck-tractors, 17 trailers; A-1 condition; com- 
plete personnel; industrial clientele; very profitable. Apple Co., 
Brokers, Cleveland, O. 


WANTED—MACK OR WHITE TRUCKS—All models; cash waiting. 


Reply John J. Casale, Inc., 510 West 21st St., New York, N. Y. Phone: 
Chelsea 3-6200. 


DOES YOUR TRAFFIC DEPARTMENT need expert help? Traffic 
manager, with 23 years’ continuous experience and thorough technical 
training desires change. Location immaterial. Box 176, Traffic World, 
Chicago address. 


POSITION WANTED—Traffic executive, experience in all phases 
of transportation, not subject to draft, registered practitioner before 


I. C. C., wants position with future. Box 168, Traffic World, Chicago 
address. 


TRAFFIC MAN, 35, draft exempt, 11 yrs.’ railroad, 6 yrs.’ indus- 
trial—familiar with all phases of traffic, seeks position as traffic man- 
ager or assistant with postwar future. Locate anywhere. Box 177, 
Traffic World, Chicago address. 


USED TRUCKS BOUGHT AND SOLD 
Fleets Our Specialty 


DAVID B. KAPLUS, INC. 
307-319 Frelinghuysen Ave. 
NEWARK, N. J. 


FREIGHT CARS for INDUSTRIAL SERVICE 


50—Hopper, Double; 50-Ton 

4S—Hopper, Side-Discharge; 50-Ton 

30—Ballast, Composite; 50-Ton 

50—Box, 36-Ft.: 40-Ton; Steel Ends 
16—Refrigerator, 36-Ft.; 30-Ton 

50—Refrigerator, 40-Ft.; 40-Ton 

75—Gondola, Composite, 36-Ft. and 40-Ft.; 40-Ton 
2—Dump, Western, Autematic, 20-Yd.; 40-Ton 
6—Dump, Magor, Automatic, 25-Yd., 50-Ton 
8—Dump, Western, Automatic, 27-Yd., 40-Ton 
10—Dump, Western, Automatic, 27-Yd., 50-Ton 
10—Dump, Western, Automatic, 30-Yd., 50-Ton 
10—Dump, Koppel, Side-Discharge, 24-Yd., 30-Ton 

150—Tank, 8000-Gallon; 40 and 50-Ton 

Locomotives and Passenger Cars too! 


IRON & STEEL Paaeeets. INC. 
38 years’ experi 
13450 S. Brainard Ave., (+ ame 33, Iinois 
"ANYTHING containing IRON or STEEL" 
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November 5—Salisbury, N. C.—Fed. Bldg.—Examiner Yardley; 
MC 7315 Sub. 3—Lipe Motor Lines, Hicxory, N. C., certificate tg 
tend operations. 
November 5—Washington, D. C.—Argument: 
Ex Parte 158—In matter of competitive bidding in sale of ge 
November 5—Washington, D. C.—Examiner Molster: 
* Finance 14283—Application of Long-Bell Lumber Corp. and Longs 
Lumber Co. for authority to acquire entire capital stock of W. 
G. R. Ry. 
November 6—Chicago, I!i.—Sherman Hotel—Jt. Bd. 23: 
MC C-377—Bendix Poducts Division et al. vs. Lake Shore 
Transit Lines, St. Joseph, Mich. 
November 6—Chicago—Sherman Hotel—Examiner Henderson: 
MC 104046—White Bros, Hampshire, IIl., certificate. 
November 6—Wheeling, W. Va.—New Fed. Bldg.—Examiner Clitoy 
* MC F-2312—S. Greig, control, Pittsburgh-Wheeling Truck 
November 8&—Chicago, I11.—Sherman Hotel—Jt. Bd. 21: 
MC 39073 Sub. 3—Budreck Truck Lines, Chicago, IIl., Certificaty 
extend operations. 
November 8—Lebanon, N. H.—Fed. Bldg.—Examiner Luce: = 
MC 104603—R. C. Daniels, Lebanon, N. H., certificate. 
November 8—Lebanon, N. H.—Municipal Bidg.—Jt. Bd. 186: 
MC 66562 Sub. 521—Railway Express Agcy., Inc., New York, jy, 
certificate to extend operations. 


November 8—Lexington, Ky.—Chamber of Commerce—Examiner (jj 


ford: 
* MC F-2225—W. Dobbs et al., control, J. D. Van Hooser et al, AR 
* MC F-2292—D. D. Utter et al., purchase, Short Way Lines, Ine. 
November 9—Chicago, 1!!.—Sherman Hotel—Jt. Bd. 21: Rai 


MC 42802—Wabash Railway Co., St. Louis, Mo., certificate or peri 
November 9—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 34665 Sub. 1—E. Christopherson, Mondovi, Wis., certificate 
extend operations. 
MC 104480—Falls Bottling Co., International Falls, Minn., certifiay 
November 9—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 199: 
MC 1475 Sub. 1—James Gallagher, Inc., Philadelphia, Pa., certifiy 
to extend operations. 
November 9—Pittsburgh—Roosevelt Hotel—Examiner Parker: 
MC 39937—Triangle Express formerly Pittsburgh-Southern 
Freight, Inc., Pittsburgh, Pa. 
November 9—Springfield, Mass.—Fed. Bldg.—Jt. Bd. 231: 

MC 66562 Subs. 515 and 516—Ralilway Express Agency, Inc., New Y 
N. Y., certificate to extend operations. 
November 9—Washington, D. C.—Argument: 

28991—-Passenger fares between District of Columbia and nearby 
November 10—Chicago, Iil.—Morrison Hotel—Commissioner Patte 
and Examiner Hoy: 
Ex Parte 104, Part 2—Practices of Carriers—Operating Revenues 
Expenses, Terminal Services, Archer-Daniels-Midland Co. et a 
November 10—Dubuque, la.—U. S. Ct.—Examiner Henderson: 
MC 104571—Clark Transfer Line, Dubuque, Ia., certificate. 
November 10—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 104601—T. R. Bisek, Independence, Wis., certificate. 
November 10—Philadelphia, Pa.—Gimbel Bldg.—Examiner Riegner a 
Jt. Bd. 67: 
MC 21068 Sub. 2—William F. Feaster, Inc., New Egypt, N. J, wt 
tificate to extend operations. 
MC 27584 Sub. 1—Barnegat Express, Barnegat, N. J., certificate t 
extend operations. 
November 10—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Parker: 
MC 8958 Sub. 4—The Youngstown Cartage Co., Youngstown, 0,, 
tificate to extend operations. 
November 10—Springfield, Mass.—Fed. Bldg.—Examiner Luce and! 
Bd. 134: 
MC 95740 Sub. 1—F. W. Streeter, Cummington, Mass., certificate 
extend operations. 
MC 104613—R. D. Clark, Brimfield, Mass., certificate. 
November 10—Washington, D. C.—Examiners Copenhafer and Hate a 
28990—Bills of lading of freight forwarders. 
November 10—Washington, D. C.—Examiner Ormond: 
MC 104641—Atlantic Coast Stages, Arbutus, Md., certificate. 
November 10—Washington,. -D. C.—Argument: 
28910—M. Glosser & Sons vs. P. R. R. 
28922—California Cotton Oil Corp. et al. vs. Alton et al. 
November 11—Dubuque, ta.—U. S. Ct.—Examiner Henderson: 
1. & S. M-2296—Commutation fares over Leytem Bus Line. 
November 11—Washington, D. C.—Argument: 
28920—Hoffman Beverage Co. vs. Pacific Electric et al. 
28960—Diamond Fertilizer Co. et al. vs. A. & R. et al. 
28960 Sub. 1—American Agricultural Chemical Co. vs. A. & R. # 



























33rd St. and Huber Pod General Off 
S.Wabash Ave. 8th & Kentucky 
Chicago Ven ae) - me 4-1-1 4-1 — Louisville, Kj. 


ImcopPoPateD 
Dally Refrizerator Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 
Connecting lines serving all points in Kentucky, Tennessee, North Carolina, South Carolina and Gowft oR! 


